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Isthmian Steamship Lines 


General Offices: 50 Trinity Place, NEW YORK CITY 


Braneh Offiees: 


Herald Building, SYRACUSE, N. Y. Commerce Bidg., ROCHESTER, N. Y. Rockefeller Bldg., CLEVELAND, O. 
Union Trust Bidg., CINCINNATI, OHIO Marine Trust Bldg., BUFFALO, N. Y. 
ED! 


DIRECT STEAMER SERVICE cu 


From New York, Philadelphia, Boston, Baltimore, New Orleans, Galveston, Mobile os 
and Pacific Coast Ports 
To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports 


Also INTERCOASTAL SERVICE 


New York, Baltimore, Portland, Norfolk, and other Atlantic and Gulf Ports, to 


San Diego, Los Angeles, San Francisco, Portland, Seattle, Vancouver, etc., and return to New York, 
Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers. 


Direct Service Baltimore to Honolulu without transshipment. 


For particulars, rates, sailings, etc., apply to General Offices, or to 
NORTON, LILLY & COMPANY, General Agents—New York, steno, & Detroit, Philadelphia, Baltimore, Norfolk, 
Newport News, Boston, New Orleans, Mobile, Cristobal, Balboa, San Diego, Los Ange , San Francisco, 
Portland, ttle, and Veneouver. 
E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom). 
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TERMINAL WAREHOUSES OF ST. JOSEPH, INC. 


CAPITAL $400,000 


MEMBERS AMERICAN W. ASSN., MISSOURI WAREHOUSEMEN’S ASSN., 
INTERNATIONAL APPLE SHIPPERS ASSN., U.S. CHAMBER OF COMMERCE TH 
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CARLOADING & DISTRIBUTING CO. 


UNITED STATES FREIGHT COMPANY 


“ fd P > . / 
“Less Than Carload Freight Service “ 





THE TEST OF TIME 


Since 1898 the interests now 
affiliated with the Universal 
Carloading & Distributing Co. 
have been engaged in less than 
carload transportation. 


For the last 17 years the 
Universal Carloading; & Dis- 
tributing Co. has been an ac- 
knowledged leader in the oper- 
ation of consolidated cars for 
the handling of less than car- 
load freight. 


Today, Universal Freight Serv- 
ice is the standard of compari- 
son for this phase of transpor- 
tation, offering the shortest 
possible time in transit at the 
lowest possible rates consistent 
with dependable and efficient 
operation. 


ae 


For Rates or further information“apply to our Freight 
‘Traffic Department in your city or to the 
FREIGHT TRAFFIC DEPARTMENT 


53 West Jackson Boulevard, CHICAGO, ILL. 
40 Rector Street, NEW YORK CITY, N. Y. 





“Reduced Freight Rates" 
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L. every line of endeavor, sooner 


or later, there emanates a natural leader. A leader in the true sense, 
which others follow and whose standards of practise are of such 
quality as to form a basis with which to compare other values, 


Such leadership and prestige is not gained by mere accident, but is 
the result of sincere service rendered to patrons in an intelligent, 


economical manner. 


Today the Chain of Tidewater Terminals and Allied Inland Ware 
houses enjoy the position of leadership in their chosen field 


They offer you unequaled facilities for the shipment, storage and 
distribution of merchandise. 


ATLANTIC TIDEWATER TERMINALS KEYSTONE WAREHOUSE COMPANY 
G. W. Green, V. P. & Gen’l Mgr. W. J. BISHOP, Gen’l Mgr. 
17 State Street, New York. Seneca & Hamburg Sts., Buffalo, N. Y. 


PHILADELPHIA TIDEWATER TERMINAL MERCHANTS WAREHOUSE COMPANY 
G. M. Richardson, Gen’l Mgr. & Treas. . 
10 Ch Ss Philadelphi Snowden Henry, Sup’t 
ee 10 Chestnut Street, Philadelphia 


NORFOLK TIDEWATER TERMINALS, Inc. 
J. A. MOORE, Manager Richard D. Jones, Western Traffic Mgr. 
Norfolk, Va. 1646 Transportation Building, Chicago 


[AIN of TIDEWATER TERMINALS, 
Wee INIAND WAREHOUSES _ y 


ae\~ 


HARVEY C.MILLER President 
W.B.MCKINNEY Secretary &Treasurer 
i COMMERCIAL TRUST BLDG. PHILA. PA.- 


at 








Not april 27, 1929 THE TRAFFIC WORLD 995 





- | 
| Mead-Morrison six-ton coal bridge at South Chicago 
4 Coal and Dock Co. and some of the G-E electric 
equipment. 


Electrified bridges mean 
: speed and economy 


oner 



























ues, 
ut is When handling costs must be cut—when control give it unquestioned advantages 
faster schedules must be met—mechaniza- over every other type of power for this 
sent, tion is the solution. Nothing so exemplifies | work. 
this trend as the coal or — bridge. Here General Electric has equipped more than 
— on tumble. Speed - handling — 140 coal and ore bridges—from the smallest 
are: amazingly : Time—-so increasingly vital an up to the giants with 16-ton buckets. This 
| element—is telescoped. rich background of experience, and the 
eld. And electricity has made these advances facilities of the world’s largest manufac- 
possible. Its flexibility, its freedom from turer of electric equipment, are at your 
and hazard, its reliability, and its facility of disposal. Consult the nearest G-E office. 
Apply the proper G-E 
motor and the correct 
Y, G-E controller to a spe- 
cific task, following the 
Y recommendations of 







G-E specialists in elec- 
tric drive, and you have 
G-E Motorized Power. 
Built in or jotherwise 
connected to all types 
of industrial machines, 
G-E Motorized Power 
provides lasting assur- 
ance that you have 
purchased the best. 








Industrial Brownhoist 5}-ton ore bridge at Perry 
Iron Works, Erie, Pa. 









otorized Power 


9 Motorized Powe 
GENERAL ELECTRIC 


GENERAL ELECTRIC JENERAL ELECTRIC COMPANY, SCHENECTADY, N. Y., SALES OFFICES IN PRINCIPAL CITIES 
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LMS 


has 350 warehouses in Great Britain 


London, Midland & Scottish Railway of Great Britain 
“THE BEST WAY” 


EXPORTERS 


“Your own” Warehouse in England 


No matter what your exports may be—in what 
market you are operating—there is one of the 
350 LMS warehouses in the heart of that market. 
“Your own warehouse”—as advantageously situ- 
ated as though you had selected the site yourself. 


All rail connected—trucking and transfer charges 
are eliminated while LMS warehousing charges 
are as low as any in the country. 


Traffic Managers and Freight Forwarders should 
investigate at once the many advantages of using 
the LMS chain of warehouses. Address any LMS 
Freight Office in America. 


LMS Ry of G. B. LMS Ry of G. B. LMS Ry of G. B. 
(Jas. P. Robertson, Inc.), (Dyson Shipping Co.), (Oregon Forwarding Co.,Inc.), 
333 N. Michigan Ave., 311 California St., Board of Trade Bldg., 
Chicago, Ill. San Francisco, Cal. Portland, Oregon. 
Storage in every industrial or 
area London, Midland & Scottish Railway of G. B., 


Ten million feet of floor Thomas A. Moffet, Freight Traffic Manager in America, 
space 1 Broadway, New York City. 


Economical and convenient 
storage LMS 
RAILWAY 


Great Britain 
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= HICAGO HEIGHTS, ILLINOIS 


Ideally Located for Manufacturing Plants, Branch 
Plants, Storage and Distributing Warehouses. 





















The Chicago Heights industrial district offers the best opportunities in the 
Middle West. Land is available at reasonable prices, labor conditions are 
favorable, and transportation service is excellent in all directions. This 
district is near the coal fields of Illinois and Indiana, and has an abundance 
of electric power for all industrial purposes. 


Chicago Heights has the advantage of Chicago freight rates to and from 
all parts of the country, as well as Chicago , 
switching district freight rates on intra- 
district traffic. 


Located here is a large tract of land espe- 
cially suitable for an airplane factory. 


The Chicago Heights Terminal Transfer 
Railroad, serving 84 industries in this dis- 
trict, has direct interchange connections 
with all railroads entering Chicago Heights. 
Through the Chicago Heights-Chicago 
switching district it interchanges freight Steve Sam sendtent een ena of Ge 
with all railroads reaching Chicago. new Chicago Heights Air Map? 





P. 8. LOTTINVILLE, General Agent 
Chicago Heights Terminal Transfer R. R. Co. 
Chicago Heights, Mlinois 
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Bill’ Says... 


**15 Million People Expect Electric Service’’ 


Covered wagons went through the 
Middle West in the early days, but 
they kept right on going. The up and 
doing Middle Westerner wants no creep- 
ing “covered wagon” freight service 
today. 

Members of the Central Electric 
Traffic Association meet this demand 
with electric freight service covering a 
territory reaching more than 15 million 
consumers. 

These 15 million persons are used to 
that kind of service. Hence, they de- 
mand its advantages of speed. 

The first interurban electric railway 
service in the world started near Alex- 
andria, Ind., almost forty years ago. 
The service has grown until today there 
are more than 5,000 miles of interurban 
track spanning the Middle Western 
States, rendering quick, efficient freight 
and passenger service. 

The result is the 15 million people 
served have become “electric service 
conscious.” They know, almost to a 
man, that freight shipments can be 











I 
CRAWFO 
' 


ROSVILLEQ 


ERANKENMUTH 


N 


800 Points 


made overnight from almost any part 
of the territory by electric service. 
Hence, when they want something, they 
want it quickly. The merchant who 
fails to use electric service to supply 
the goods, or the shipper who over- 
looks this important service is out of 
luck. Buyers go where they can de- 
pend on the satisfaction of quick elec- 
tric shipment service. 

Keen Middle Western merchants, rea- 
lizing this fact, prefer shipments by 
electric freight. Wise shippers, know- 
ing that high speed is essential to 
prosperity these days, ship by electric 
freight whether the merchant asks for 
this kind of service or not. 

This feature is worth looking into. 
Suppose you write a letter today to 
the man who will tell you all about 
Middle Western electric freight service. 
He is L. E. Earlywine, Chairman, Cen- 
tral Electric Traffic Association, Termi- 
nal Bldg., Indianapolis, Indiana. 


Yours, 





Service 
| 5,000 Miles | 
| Central Electric Traffic Association 
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Years of Efficient Freight Movement 


For forty-three years the Soo Line’s fast and careful delivery of 
freight has made it the standard for shipments to the great Northwest 
and Western Canada. Direct routes and careful handling assures fast 
delivery in perfect condition. 

Route your next shipment via the Soo Line. Any of the Soo Line 
special representatives listed below will be glad to co-operate with you 


in solving your traffic problems in Soo Line territories. 


ROUTE YOUR FREIGHT CARE SOO LINE 


To avoid delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ 
EXPORT DECLARATION MADE IN TRIPLICATE, This document must be delivered to rail- 
road agent at initial point with the shipment and accompany same to Canadian port of entry. 


ALWAYS DEPENDABLE 
FREIGHT SERVICE 


Grand Rapids, Mich., 1001 Grand 
Rapids Trust B 
en Ind 


Boston, Mass., 40 Central St. 
Buffalo, N. ¥., 504 Iroquois Bldg 


Chicago, Ill, 1680 Bankers Bldg., Clark Kansas City, Mo., 723 Walnut St. 

Los Angeles, Cal., 530 Van Nuys Bldg. 
Memphis, Tenn., Porter Bldg. ; 
Milwaukee, Wis., 68 East Wisconsin St. Louis, Mo., 


Minn., Soo Line Bldg., 
and Marguette Ave. 


and Adams, 
Chippewa Falls, Wis. 
Cincinnati, 0., 709 Traction Bldg: 
Cleveland, O., 915 Union Trust Bldg. 
Detroit, Mich., 2243 First National 


a) g: 
Duluth, Minn., 408 West Superior St. Neenah, 


Ave. 
a. 
5th’ St. 


Wis. 


ldg. 
430 Merchants Bank 


AGENCIES 


Passaic, 


Pittsburgh, Pa., 
Portland, 


New York, N. Y., 


Bldg. 
Omaha, Neb., 725-26 W. 0. W. Bldg. 
., 250 Bloomfield Ave. 
Philadelphia, Pa., 1500 Locust St. 
041 Oliver Bldg. 
Ore., 3rd and Pine Sts. 
2050 Railway Exch. 


Bldg. 
St. Paul Minn., 1112 Merchants Na- 
tional Bank Bidg 
San Francisco, Cal., 


SAINT PAUL 


1550 Woolworth 


” 681 Market St. 


SAULT SAINTE MARIE 
Ma 
Ms 
ba) 


.77 
Bessemer © 


MENOMINEE 


MANITOWO® 
MILWAUKEE 


CHIcaco 


Sault Ste. Marie, Mich. 
Seattle, Wash., 5564 Stuart Bldg. 
Coeeane, Wash., 1006 Old Natt Bank 


gupesie, Wis. 

Tacoma, Wash., 1113 Pacific Ave. 

Waukesha, Wis. 

Wissiors, Man., 603-604 Lombard 
g. 





Total Rail Lines 
16,726.69 
Miles 
Total Water 
Lines 
3,825 Miles 
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Southern Pacific 
Highways 
Lead to the 
Main Streets 
of All America 


FROM TRAIL TO RAIL 


(Continued from April 13th issue) 
CHAPTER XXI 


Prohibition Regulations Enforced With 
Iron Hand on Central Pacific. News- 
paper Correspondent Describes Scene 
at End of Track. 


Advocates of prohibition 
may find it interesting to 
compare the conditions 
under which the Union 
Pacific builders and the 
Central Pacific builders 
did their work. The tem- 
porary towns established 

by the Union Pacific have gone down in- 
to history as “hells on wheels” and “hell- 
“roaring” towns and the records of those 
wild days still furnish material for the 
moving picture director in search of 
history with a thrill 
in it. 

Here, from the San 
Francisco “Alta, Cali- 
fornia,” of May 1, 1869, 
is a description of a 
Central Pacific con- 
struction town: 
“Neither whiskey nor 
places for dissipation 
are permitted by the 
Central Pacific near 
their lines. In the 
course of a ride with 
Mr. Strobridge we 
came to one of the 
camps of the Central 
Pacific. Strobridge got 
out to look after some 
business and returned 
in a somewhat excited 
manner, saying, ‘I have 
just discovered one of 
those whiskey mills.’ 
He at once called all 
the officers of the camp 
and directed them to 
have the thing moved 
at once and if objection was made to 
destroy the liquor. Of course, the com- 
pany had no legal right to prevent free 
American citizens from selling poison or 
rum for that matter but they found it to 
be to their own interest and took the 
law in their own hands, and, as a result 
of this, their army of workers were enjoy- 
ing the full fruits of their earnings.” 


Scenes at Rail End 


From the same newspaper in the edi- 
tion of November 9, 1868, we have a 
picture of the Central Pacific construc- 
tion forces in action. 

The correspondent found Superinten- 
dent of Construction Strobridge in charge 
and living in a camp train, which con- 
tained, hotel, telegraph office, store, 
kitchen, comfortable sleeping quarters 
and “a home that would not discredit 
San Francisco.” This train housed and 


A History of Southern Pacific 


fed the officials, clerical force and the 
white workers. 

The correspondent reached there early 
in the morning. Long lines of horses, 
mules and wagons were standing in the 
open desert near the camp train. The 
stock was getting its breakfast of hay 
and barley. Trains were shunting in 
from the west with supplies and materials 
for the day’s work. Foremen were gal- 
loping here and there on horseback giv- 
ing or receiving orders. Swarms of 
laborers, Chinese, Europeans and Ameri- 
cans, were hurrying to their work. On 
one side of the track stood the movable 
blacksmith shop where a score of smiths 
were repairing tools and shoeing horses 
and mules. Close by was a fully equipped 
harness shop where a large force was 
repairing collars, traces and other leather 
equipment. 


SOUTH ERN PACIFIC LINES. 


@ OFF LINE AGENGIES 
© GATEWAYS 


To the west were the rails and a line 
of telegraph poles stretching back as far 
as the eye could reach. The telegraph 
wire from the last pole was strung into 
the car that served as a telegraph office. 
To the eastward stretched the grade 
marked by a line of newly distributed 
earth. By the side of the grade smoked 
the camp fires of the blue clad laborers 
who could be seen in groups waiting for 
the signal to start work. These were the 
Chinese, and the job of this particular 
contingent was to clear a level roadbed 
for the track. 


They were the vanguard of the con- 
struction forces. Miles back was the 
camp of the rear guard—the Chinese who 
followed the track gang, ballasting and 
finishing the road bed. 


Systematic workers these Chinese — 
competent and wonderfully effective be- 


( Advertisement) 


cause tireless and unremitting in thei 
industry. Order and industry then as 
now made for accomplishment. Divided 
into gangs of about thirty men each, they 
worked under the direction of an Ameri. 
can foreman. The Chinese boarded then. 
selves. One of their number was selected 
in each gang to receive all wages and 
buy all provisions. They usually paid ap 
American clerk—$1 a month apiece was 
usual—to see that each got all he earned 
and was charged no more than his share 
of the living expenses. They were paid 
from $30 to $35 a month, out of which 
they boarded themselves. They are 
credited with having saved about $204 
month. Their workday was from sunrise 
to sunset, six days in the week. They 
spent Sunday washing and mending, 
gambling and smoking, and frequently, 
old timers will testify, 
in shrill-toned quar 
reling. 

At sunrise a signal to 
turn to was given from 
the camp train. What 
at first seemed conft- 
sion to the visitor soon 
resolved itself into or- 
dered action. A train 
of about thirty cars 
loaded with materials 
and supplies had been 
spotted close behind 
the camp train. This 
supply train left the 
nearest supply station 
every morning early 
enough to reach the 
end of the track by 
sunrise. On it were 
ties, rails, spikes, bolts, 
telegraph poles, wire, 


Where to reach them ete. 


Moving Forward 


The rails, ties and 

other material were 

thrown off the train as near to the end 

of the track as feasible, and then the 

empty train was drawn back out of the 

way. At this point the rails were loaded 

on low flat cars, and hauled by horses 

to end of track. The ties were handled 
in the same way. 

Behind came the rail gang, who took 
the rails from the flat cars and laid them 
on the ties. While they were doing this 
a man on each side distributed spikes, 
two to each tie; another distributed 
splice bars; and a third the bolts and 
nuts: by which the ends of the rails were 
spliced together. Then came the spikers, 
two on each side, to pin the rails to the 
ties. Two more men followed to adjust 
and bolt the splice bars. 

As fast as a flat car was unloaded it 
was turned on its side to allow the loaded 
ears to pass it. 

(To be continued in May 11th issue) 
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OUR PLATFORM 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
riers as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 


BARGE LINE EXPERIMENT 

The preferential treatment of the government barge 
line required by the Denison barge line expansion act of 
1928 has now been applied by the Commission in its decision 
in Ex Parte 96, through routes and joint rates between 
Inland Waterways Corporation and other common carriers. 
The Commission is careful to make plain that, in granting, 
without hearing, the application of the government barge 


1001 


corporation for a certificate of public convenience and 
necessity and for an order requiring the establishment of 
through routes and joint rates, it has acted under the specific 
mandate of Congress as expressed in the Denison act. 
Commissioner Woodlock, in his concurring opinion, puts 
it succinctly when he says: “We are doing it summarily 
because Congress told us to do it.” 

The railroads are required to enter into negotiations 
with the Inland Waterways Corporation for the purpose of 
establishing equitable divisions of the joint rates within a 
specified period and, if agreement is not reached, the Com- 
mission “shall, by order, determine and establish reasonable 
divisions to become effective coincident with the effective 
date of the joint rates,” all as provided in the Denison act. 
In that act Congress made a hoop and required that the rail- 
roads jump through it. Whether it is to develop that the 
band of the hoop is a ring of flame that may singe the 
railroads as they pass through remains to be seen. The 
question of divisions is vital to the railroads. How much 
are they going to be required to give up in the settlement 
of the issue as to divisions and, if they think they are asked 
to give too much, are they going to seek to protect their 
rights in the courts? We say the question of divisions is 
vital to the railroads. It should also be vital to shippers 
generally. If the railroads are to be compelled to contribute 
to the support of the government barge line, not only 
through diversion to the barge line of traffic that might 
be carried by the railroads, but also through loss of revenue 
through divisions that must be paid to the barge line, the 
shipping public will pay the bill. After the event the 
railroads may complain to the Commission and, we presume, 
if their legal rights are invaded, may go to the courts. 

Aside from the foregoing aspects of the matter, the 
stage has now been set for a “demonstration” of whether 
or not common carrier barge line operations on the inland 
waterways may be conducted with profit—and we use the 
word “profit” as meaning gain after all costs of doing 
business and not part of the costs have been met—under 
the most favorable conditions that can be imagined short 
of calling out the army and forcing shippers to move their 
goods via the barge line. 


ETHICS IN TRAFFIC 


Either a man has an ethical sense, a sound system of 
moral principles, or he has not. This sense, to be sure, may 
be cultivated, for many men err through ignorance or 
mental dullness, in some cases actually not being able to 
perceive the distinction between right and wrong courses 
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If your merchandise could talk, it would probably say, 
‘‘Ship me via G. M. & N., please. Then I will feel safer, 
and surer that I will arrive at my destination in good con- 
dition and on schedule time. 


“On the G. M. & N., I will be handled carefully from the 
time I arrive at the freight depot. I will be carried without 
jerk or jar into the freight car. And when I arrive inside, 
I will be protected as much as possible from injury. 


‘*The crew which will have me in charge will take a per- 
sonal interest in my welfare. They will take pride in 
delivering me at my destination in spick-and-span con- 
dition. The man who is to receive me will be better 
pleased and will sell or use me more quickly, with greater 
satisfaction.”’ 


Gulf, Mobile & Not 
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of action, and it is being cultivated in organizations of 
business men through the adoption and expounding of codes 
of ethics. Even if one does not himself perceive at once 
the principles on which these codes are founded, he can 
learn them and come finally to believe in them, if only by 
listening to others and watching their practices. 

While the ethical principle is the same, in whatever 
feld one may consider it, the varying characteristics of 
business and society in general, of course, call for different 
methods and rules in applying it. For instance, the medical 
profession has certain ethical standards that are not adapt- 
able to other lines of work; so has the legal profession ; so 
has the business of merchandising. But in all these lines 
of endeavor the particular rules of conduct that must be 
followed by an honest and straight-thinking person are 
obvious to such a person—a person who has the ethical sense. 

These general philosophical remarks are prompted by a 
situation said to have arisen that indicates, if it exists, the 
absence of the ethical sense on the part of a certain group 
of industrial traffic men and the need for some evangeliza- 
tion in the profession. We do not pretend to know the 
facts, but it is pretty widely stated and believed that a 
number of industrial traffic men (with others) have or- 
ganized a corporation for the purpose of buying stock of 
a certain railroad, the prosperity of that railroad and the 
consequent increase in the price of its stock to be promoted 
by the traffic men, who will throw to it all the traffic possible. 

To us it would be surprising if anyone, on this state- 
ment of the case, failed to see at once that what was pro- 
posed was unethical—even actually dishonest. And yet the 
persons said to be involved either are consciously dishonest 
—which we hesitate to believe—or their moral sense is so 
blunted that they know not what they do. Would these 
men care to have their employers know what they are doing? 
Do they regard it as honest to handle the business of their 
employers for their own personal gain? Are they not 
“selling out” their employers when they route traffic by 
any method other than the most advantageous in every case, 
considered from the employer’s point of view? 

As we have said, we do not know whether the stories 
we hear are true or not, though they are told with great 
circumstance and detail. The Wall Street Journal, how- 
ever, seems to have no doubts. It recently printed the 
following article : 

So far the new group that accumulated Chicago Great Western 
preferred through the medium of the Bremo Corporation has done 
nothing startling to build up that road’s traffic. The idea was that 
the some 200 stockholders of the Bremo Corporation, composed of 
experts in the fields of traffic, business, and finance, could divert 


sufficient traffic to the Great Western to increase its earning power 
substantially. 


Most of their stock accumulation was completed the latter part 
of last year. Yet in the first two months of this year gross revenues 
were only $3,768,589, compared with $3,655,614 in the similar period 
of 1928. Net operating income of $81,792 actually showed a decrease 
from $134,158 a year ago. In the two weeks ended March 16 total 
oadings of the road were 12,895 cars, a decrease of 7.3 per cent 
compared with 13,917 for the corresponding period of last year. 
Originated loadings were off 8.9 per cent and receipts from connec- 
tions were down 5.6 per cent. 

It has come to light that a high official of a large company 
called his traffic man before him and asked if he was a stockholder 
ot the Bremo Corporation. Although the traffic officer denied it 
he was advised to go light on shipments via the Great Western to 
avoid the appearance of being in on the deal. This is what officials 
of other roads have been expecting would happen. They have not 

at all alarmed at losing traffic by the operations of the Bremo 
orporations. 
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HOCH-SMITH GRAIN REPORT 

If the proposed report in the Hoch-Smith western 
grain proceeding is adopted by the Commission, the ranks 
of the advocates of repeal of the Hoch-Smith resolution 
should be substantially increased. Whether or not the report 
is adopted, however, the proceeding and the results thus far 
therein emphasize the unsoundness of the policy adopted 
by Congress when it approved the resolution. Reorgani- 
zation of the freight rate structure of the country is a 
mouth-filling phrase. Reduction of the rates on farm 
products to the lowest possible level compatible with the 
maintenance of adequate transportation service is a require- 
ment in which some may find hope. Unless sound principles 
of rate making that have been established through the many 
years that regulation of the railroads has been in progress 
are to be ignored, however, the “relief” promised by the 
Hoch-Smith resolution is not likely to be realized. 

Without attempting or desiring to prejudge the western 
grain rate case, but simply discussing it in the light of the 
proposed report, it seems to us that the conclusions stated 
in the report may be taken as a fair sample of what may 
finally come out of any of the general investigations under 
the resolution. The archives of the Commission will be 
filled with voluminous records—shelves upon shelves of 
them. Some changes in the rate structure may be made 
effective, but the effort, money and time that will have been 
spent in the attempt to give effect to the resolution will not 
have been justified. If the Commission had been permitted 
to proceed with the regulation of rates in a normal way 
and not in the wholesale fashion in which it thinks it is 
required to proceed under the resolution, the necessary cor- 
rections in the rate structure, in the main, would have been 
made. The Commission should be permitted to return to 
that process by repeal of the resolution. 

It is becoming increasingly apparent, we think, that 
more harm than good will result from application of the 
resolution. Many who originally were disposed not to 
question the wisdom of Congress in enacting the resolution 
or who were inclined to the belief that they might benefit 
from it, must come to a realization of the fallacious theory 
on which the resolution is based. 

The grain farmer has been led to believe that his rates 
will be reduced. Yet, under the resolution and after a 
most exhaustive investigation, experienced rate examiners 
of the Commission reach the conclusion that some grain 
rates are too low and should be increased. How can that be 
explained to the satisfaction of the grain farmer in a terri- 
tory from which it is proposed that rates shall be increased ? 
The examiners also reach the conclusion that a depression 
in agriculture still exists within the meaning of the resolu- 
tion, but that the general level of rates on grain and grain 
products throughout the western district is not unreason- 
able under the interstate commerce act or the Hoch-Smith 
resolution. How can that be explained to the grain farmer 
who has been led to believe that, under the resolution, his 
rates will be reduced? We think he may come to the 
conclusion that he has been flimflammed. If grain rates 
were unreasonable and a showing were made that they were, 
they would have been reduced by the Commission without 
the enactment of the resolution. The remedy was complete. 
In this comment, it, perhaps, should be explained, our 
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purpose is not to criticize the reasoning of the examiners 
in the proposed report or their conclusions. The purpose 
is to point out the utter futility of making plain to the 
farmer why his rates may not be reduced but, rather, must 
be increased in some instances under a legislative enact- 
ment represented to him as being the forerunner of a sub- 
stantial reduction in his rates. Without knowledge of some 
of the things that enter into the making of rates in this 
country, we would find it difficult to discover a relation 
between a law we were told would result in a reduction of 
our rates and a report under that law finding that they 
must be increased or, at least, not reduced. 


In this connection we wish to point out that the ex- 
aminers use reasoning that seems to us sound. They say it 
is only fair to say that, while the present rates lack uni- 
formity, representing, as they do, a gradual tinkering over 
a period of some forty years, they have been fairly satis- 
factory to shippers, carriers, and markets. They say that, 
prior to the present proceeding, there was no general com- 
plaint against these rates. In Western Trunk Line territory 
there were few complaints. The same was true of the west- 
coast territory, according to the examiners. There were 
complaints from the southwest and South Dakota. 


“Any general revision of rates,” say the examiners, “‘in 
order to improve the existing adjustment and reflect a 
reasonable level and relation of rates between competing 
localities, would require some increases and some reductions, 
unless the lowest basis found in the general territory of the 
revision were to be used as the yardstick, which would be 
hardly feasible. While a general readjustment requiring 
both increases and reductions would seem to be proper, 
generally speaking, there are instances upon this record ... 
in which rates in limited localities are so much lower than 
rates in contiguous and competing territories, that any 
general level of maximum rates prescribed for the territory 
as a whole would require their increase, although, in the 
absence of a general revision of rates, to focus attention 
upon them from all quarters, both contiguous and farther 
removed, they might never become the subject of formal 
complaint of undue preference and remain undisturbed. 
For this reason the general inquiry into rate levels and 
relations, apparently required by the resolution, might be 
regarded as unfortunate by some communities. However, 
the Commission is charged with the administration of the 
law, and not with its making, and it now has squarely 
presented to it by the resolution the propriety of the method 
of construction, and general level, of the present rates 
throughout the western district as a whole, including rela- 
tive adjustments in its various localities.” 


We wonder how the Kansas farmer, whose rates may 
be increased under application of the foregoing, will feel 
toward Representative Hoch, of Kansas, co-author of the 
resolution, for the part he played in having these rates 
inquired into. He may tell his congressman that he should 
have “‘let sleeping dogs lie.” 


DOWN WITH SOCIALISM!—EXCEPT ON THE MISSISSIPPI 
(The Executive’s Magazine, St. Louis) 

The business men of the towns along the Mississippi River 
are engaged in throwing up their respective hats in joy. Some 
ten millions more of public money are going into the Mis- 
sissippi-Warrior Barge Line. 

Of these rejoicing multitudes, not one in a thousand would 
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call himself a Socialist. All: believe in “the American Zospel 
of personal initiative.” 

But along comes the practical Socialist. He watches his 
chance. It is just at the close of the war, and the Sovernment 
has, of necessity, done everything. It has put bran into our 
bread and made us do without meat. It has rationed ug g 
coal and turned out our electric lights. It has built ships~ 
for they were necessary to win the war. And so it seems ‘ 
small thing that the government should start navigating the 
rivers. 

The government, years ago, quit fixing what we should put 
into our bread and what we should leave out of our hash, It 
quit rationing coal and conserving electric current and building 
ships. But it keeps on navigating the rivers. 

The government river transportation is the only 
transportation in the United States that can be repealed by 
law. No power in the nation could “repeal” the railroads 
They are commercial enterprises. They run because they Day, 
They have certain rights under irrevocable charters and others 
under the common law. The government does not carry jts 
own mails; it makes use of commercial transportation agencies 
It started to carry the mail by air, in 1918; but by September 
1, 1927, the government had withdrawn from all air-line oper. 
tion. Says the head of the Guggenheim School of Aeronautics: 
“Not only Congress, but the aircraft industry itself, had beep 
opposed to all forms of subsidies. The rapid and succesgsfy| 
development of private air lines has fully justified this policy,” 

In other words: We are American in our policy every. 
where in the transportation world—except on the Mississippi 
River! 

For years orators have told us that the development of 
river transportation meant the prosperity of the middle west, 
Then why wait for the government? The amount invested in 
barge-line equipment is only $16,000,000. We are told that the 
navigational possibilities of the Mississippi are worth billions— 
and yet nobody in the whole business world is sure enough of 
it to take a chance on $16,000,000. Is this true? Have Ameri. 
cans lost the courage to take a chance? Look at the stock 
market! 

The excuses for this resort to socialism are of an incon 
ceivable thinness. “The railroads are all-powerful in business, 
and would oppose river navigation.” If this be true, why 
haven’t the railroads stopped the exploits of busses and trucks? 
The busses are cutting still further into passenger revenues, 
already depleted by the privately owned motor car; truck lines 
are eating into the profitable less-than-carload freight business. 
Tens: of millions are going into bus and truck transportation 
in competition with the railroads, but the river, “worth billions 
in a transportation way,” has somehow been overlooked. 

What is there in river transportation that makes it worth 
while to practice pure socialism? Leave unquestioned the 
desirableness of river transportation—which The Executive's 
Magazine has always favored. Concede all that the most ardent 
enthusiast claims—and the wonder only deepens that this 
supremely desirable thing, to be had for a sum so paltry, should 
in vain have held out hands of invitation to the men who fur. 
nish the money to build railways, and to build motor cars and 
busses and airplanes to compete with them. 

Socialistic theory isn’t dangerous; we’ve produced too many 
Edisons and Fords and Carnegies for that. But socialistic 
practice, when “it’s good for St. Louis’—Davenport and 
Memphis and New Orleans and Quincy and Minneapolis and 
Helena—ah, that’s another matter! The anti-socialist who 
cheers the news that the government has appropriated te 
millions more for the barge line may well say with Lowell: 

*“T’m willin’ a man sh’d go tol’able strong 

Agin wrong in the abstract, fer thet kind of wrong 
Is allers unpop’lar an never gets pitied 

Becoz it’s a sin no one never committed.” 

Business leaders of the Mississippi Valley, what is ou 
ancient American creed worth? What price should we set a 
our faith in individual initiative, personal enterprise, 4a : 
field for all, and “the government that there’s the least of?” 
Shall we sell out to socialism—for equipment worth sixteen 
millions and a ten-million-dollar appropriation in the offing? 

And finally, just a word to the opportunist who holds prit- 
ciples to be rubbish. If the government is to be put into busi 
ness in competition with private enterprise, how can you be 
sure it will stick to the river? It may begin to compete with 
private enterprise on shore. 

The government barge line is pure socialism. If socialism 
is wrong the government barge line is wrong. “By their fruits 
we shall know them.” What has piled up the best harvest 
through the years—socialism, or the American working plan of 
personal responsibility, individual initiative, a fair field and 00 
favors, under the kind of government that there’s the least of? 

The Executive’s Magazine calls on every friend of 
waterway transportation, on every man who believes that inland 
waterways have a service to render to business rather than t 
bureaucracy, to join in a demand that the government sell its 
towboats and barges—that it follow in the field of river tran* 
portation, the precedents itself has set in transportation by 
rail and by air. 
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Current Topics 


in Washington 





Washington Cheers and Jeers.—No proposed report ever 
caused more talk in Washington than that submitted by Exam- 
aminers Mackley and Hall in the Hoch-Smith grain investiga- 
tion. Broadly speaking, the comment in the circle covered by 
knowledge of the minutie of the Commission’s business is of 
a cheering and jeering sort—cheering that the examiners had 
the nerve to say the carriers could not stand a reduction in 
their revenues, and jeering at the ardent supporters of the 
Hoch-Smith resolution. There is no attempt by the examiners 
to use finesse in discussing the effect the adoption of a scale 
would have on Kansas, the home of Representative Hoch, or 
on Iowa and North Dakota, in which there has been much 
talk about the depression in agriculture. The fact that the 
examiners “passed the buck” has not brought the unfavorable 
comment that usually follows that sort of disposition of a 
troublesome thing. The examiners, in a little more than two 
months, made what is regarded as a rough. note expression of 
their first impressions resulting from an attempt to read 15,000 
printed pages of briefs. The examiners, in their foreword, an 
innovation in proposed reports, showed that they made the 
hurried report because the Commission told them to do so. This 
putting before those interested an impressionistic sketch of what 
the examiners think might be done with the situation is at- 
tributed to the undercurrent of politics in the whole matter 
typified by the utterances in the hearing on the Capper 
resolution in which Governor Reed, of Kansas, was prominent. 
There is an inclination to ask whether the Commission did 
well for itself or the country in prodding the examiners into 
the making of a report without having used more time for 
considering the briefs of the parties. However, it is suggested 
in respect to the Commission’s course that it may bring sharply 
to the attention of politicians that it is dangerous for them 
to howl for changes in freight rates—dangerous on two counts. 
The first is that the howl may serve to draw attention to spots 
in the rate structure the removal of which would not be for 
the financial benefit of constituents of those who have done 
the howling. The second is that, if the Commission is con- 
strained by the political clamor to act quickly, damage may 
be done by reason of the haste, the effect of which cannot be 
immediately removed. The fact that the Commission urged 
the examiners to make haste is taken to indicate that the 
Commission will undertake to come quickly to a conclusion as 
to what should be done, say, by vacation time in August. All 
parties to the record have asked that the ordering of new rates 
be put off until after the peak of the grain shipping season. 
In all other grain cases of great size the Commission has been 
disposed to hold the confusion to a minimum. The making 
of a decision by the middle or end of August might interfere 
with the marketing of grain for the same reason that a pro- 
spective revision of the customs tariff tends to disturb inter- 
national trade. But, even if the decision were made in August, 
it would take three months, railroad tariff men of experience 
have estimated, to prepare the tariffs. A month would have 
to elapse after their making before they could become operative. 
New Rates could not become effective much, if any, before 
December 1. The chances are that they would not go into 
effect before January, which certainly would be after the heavy 
shipping season. The mere fact that low spots have been 
found ‘by the examiners in the rate structure in Kansas, Iowa 
and North Dakota, in which there has been much talk about 
depression, will tend, it is believed, to send the grain from 
those states to market at the earliest opportunity after it has 
been threshed, so as to avoid the higher rates the proposed 
report seems to foreshadow. Such hurrying to the market 
might have an adverse effect on prices, in that buyers might 
be inclined to hold off until they knew definitely what the out- 
come of the case was going to be. Ultimately, the farmers 
may profit, but just now benefit to them from the Hoch-Smith 
resolution does not seem obvious to those who have been con- 
nected with the case. 





_ Bookkeepers Riding High and Stepping Hard.—Railroad and 
shipper traffic men are inclined to think that, in this matter 
of rules for the collection of freight bills, the treasury depart- 
ments of the carriers—the bookkeepers, they are being called— 
are riding a high horse and stepping hard on all other classes 
interested in railroad transportation. Although they fight right 
merrily, traffic men, be they railroad or shipper men, are spiritu- 
ally akin. With them blood is also thicker than water. It 
was noted that in the railroad side of the hearing held by Exam- 
mer Berry, Alfred P. Thom was counsel for the railroads. No 
commerce counsel was steering their bark for them in that 
bit of rough weather. Nor was there a well-known railroad 
traffic man in the audience in the hearing room. Those points, 
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however, do not seem to be well taken. The Association of 
Railway Executives made the code under the rules of the Com- 
mission for the grant of relief from the requirement of the law 
that freight bills be paid in cash and before the surrender of 
the lading. Mr. Thom is the general counsel of that association. 
Yet the absence of the railroad traffic men was noted. Per- 
haps they will be present when the railroads begin presenting 
their side of the case. Then there will be no point to the eye- 
brow raising that took place when the absence of the railroad 
traffic men was noted. Throughout the first installment of the 
reopened Ex Parte 73 hearing there was a suggestion that nearly 
every man in the audience knew more about evasions of the 
so-called credit rules than the witnesses were telling. Joseph 
H. Beek, executive secretary of the National Industrial Traffic 
League, in his testimony, said there were phases of the subject 
about which he could not speak freely without breaking con- 
fidence: Witnesses, when a delicate point was touched on, 
said they had no personal knowledge on the point in question 
at the moment. 





Easy Money and Much of It.—How great and efficient the 
United States has grown in the last thirty or forty years is 
being illustrated almost daily. About thirty-five years ago, 
perhaps a little more, Grover Cleveland, President of the United 
States, had a Herculean task in disposing of $162,000,000 of 
bonds of the United States to bolster up the credit of the na- 
tional treasury. He had to sell them at a discount. This week 
the stock of the American Telephone and Telegraph Company 
jumped about $10 a share, largely, it was believed by market 
observers, because men and women were buying its shares so 
that they might acquire the right to invest their surplus in 
such part of-an authorized issue of $225,000,000 of bonds the 
company might determine to put out, not to the public, but to 
the stockholders some time soon. Grover Cleveland would 
have been thrown off his ponderous balance if citizens had 
offered to pay even ten cents for the privilege of buying United 
States bonds of an issue much smaller than the one the tele- 
phone company officials have been authorized to make. The 
telephone company is proposing to put out bonds, rather than 
stock, so as to bring about a better balance between its stock 
and bond capitalization. It earns enough to pay 9 per cent to 
its stockholders. It can borrow money much cheaper than that; 
hence, it is assumed, the détermination to sell bonds. About 
the same time W. W. Manker, traffic manager of Armour and 
Company, testified about his company’s annual freight bill— 
$75,000,000—big enough to have paid for seventy-five days of 
fighting between the North and the South sixty-five years ago. 
this spring. And yet Armour and Company are only one of 
several butchers serving this ever compacting community known 
as the United States, the whole of which listens, by radio, to 
an address by Herbert Hoover telling that it has become so 
careless about law enforcement that law-breakers have made 
this otherwise so blessed land almost a stench in the nostrils 
of the community of nations. 





Are Low Rates Good for a Community?—In view of what 
seems likely to result to Kansas, Iowa, North Dakota, and prob- 
ably Minnesota, in the matter of grain rates on account of the 
Hoch-Smith inquiry, philosophically inclined men have raised 
the question again as to whether low rates, in the long run, are 
beneficial. The states mentioned are the ones in which there 


‘has been much, if not the most, talk about depression in agri- 


culture. They have had low freight rates for at least a genera- 
tion. Not so long ago a man who had 100 acres of good land 
in Iowa was deemed well to do. His land was valuable because, 
at some time or other, he made a fair amount of money from 
farming. He had and has low rates to the primary markets 
on nearly all his products. That fact was known long before 
the senator from South Carolina and the representative from 
Kansas put their heads together to evolve the resolution which 
has made their names household words throughout the land. 
Undoubtedly, if the farmer pays any part of the rate to the 
markets, which he does when conditions make it necessary, the 
fact that his rates from those states were low in relation to 
those of his neighbors tended to boost the prices of his land. 
In other words, low freight rates are capitalized. In the war 
period, when farmers were selling in a seller’s market, the 
prices of western lands went sky high. Many parcels of land 
were bought at high prices in the boom period. In fact, a few 
years ago, according to the declaration in a Commission report, 
lands in four counties in southeastern Iowa were mortgaged 
at an average of more than $100 an acre. Anyone who has 
ever had experience with dirt farming knows that it is hard 
to make a living on land valued at $100 an acre. And yet 
these Iowa lands were mortgaged at an average in excess of 
$100 an acre. That means that more than half were valued 
at $100 or more, for mortgage purposes. The Commission gave 
that part of Iowa relief on corn rates into St. Louis because 
of that fact, among others. Land boom prices, caused in part 
by low freight rates, it is believed, account for considerable 
distress. Land speculation in the boom period brought troubles 
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on the banks, even if they did not all lend money for purchases its board, the Interstate Commerce Commission, it fixed 
of land at the boom prices. Those that did not lend money value of the railroads at almost $19,000,000,000. In other wo 
were hurt because their neighbors had done so. Some of the it legalized about $7,000,000,000 of water in the valuation g 
troubles of coal operators in western Pennsylvania dre also the railroads.” 
attributed to inordinately high prices paid for coal lands. High Mr. Brookhart held these views before Mr. Hoover 
prices were the indirect result of prosperity which, in turn, a candidate for President and had not repudiated them when 
resulted from rates low enough to enable many of the operators he spoke in the campaign in support of the Hoover Candidacy 
to sell enormous tonnages of coal over wide areas. These Of course, it is pointed out, one could not have bought the 
relatively low rates have been forced up by the rising cost of railroads for eleven and three-quarter billion dollars at th 
railroad operation. Depressions following boom prices that time referred to by the senator. If such an attempt had : 
have been capitalized are expensive ways to make up for low made, the prices of railroad securities would have substan | 
rates either of transportation or anything else. increased before all the securities could have been bought barg 
' the prices that prevailed at the time. No. ! 
Grade Crossing Elimination—The grisly Monday morning The task of valuing the railroads would be a simple om way’ 
newspaper record of grade crossing killings of Sunday auto- if the Brookhart formula were followed. Scan the stock mar. 1446 
mobile drivers may never disappear, but its reduction is among ket reports on a given day and apply the quotations on raj. whic 
the strong probabilities. Grade crossing elimination is.expen- 0ad securities to all the securities of all the railroads and the tera 
sive work, but it is going forward. In 1928, 390 grade crossings Yesult is the valuation! The Commission is trying to find the publ 
were eliminated from highways into the construction of which V@lue of railroads for rate-making purposes and specifically oper 
federal money had entered, according toa report by the Bureau states in its valuation decisions that the value found is for repo 
of Public Roads of the Department of Agriculture. Of course, ate-making purposes. It has not found value for exchange wha 
390 eliminations constitute only a part of the total, for many Purposes. Railroad securities, as a whole, are much more vl the | 
roads are being built without the aid of federal funds. Of the able at the present time than they Were at the time to which it hi 
390 crossings eliminated in 1928, 107 were grade separations ‘Senator Brookhart refers. Why, it is asked, does not the sep cont 
and 283 were excluded by relocation of highways. According tor obtain an estimate of the total value of railroad securities baré 
to figures of the bureau, covering the period 1917 to December 08 the basis of present market quotations and compare that rule 
31, 1928, a total of 4,291 crossings have been eliminated on the With the valuation of $18,900,000,000? ot esta 
federal aid system with federal aid—947 through grade separa- _. Senator Brookhart says that, under the provision in se diffe 
tions, and 3,344 through relocation of highways. For the year ‘ion 15a of the interstate commerce act providing for the fixing esta 
1928, Wisconsin heads the list of eliminations, with a total of Of a rate of fair return that the railroads may be permitted to 
55. Alabama is second with 31; Michigan, third with 26; ©4'1, about $400,000,000 in excess rates has been collected by lic § 
Texas, fourth with 25; Indiana, fifth with 24; Kansas, sixth ‘he railroads and that the farmers have paid a large proportin + 
with 23; and Montana, seventh with 22. Georgia and Illinois Of that excess, because “agriculture is the only industry that pon 
each are credited with 21, and Mississippi with 17. For the @ys the freight both ways. exp 
period from 1917 through 1928, Texas heads the list with a total Then, according to the senator, there is unnecessaty Way yr 
of 440 eliminations. Minnesota is second with 321; Iowa, third 0f Competition in the operation of the railroads and there are = 
with 212; Wisconsin, fourth with 204; North Dakota, fifth with ‘©xCess profits of the subsidiary companies of the railroads’ re 
193; Georgia, sixth with 182; Oklahoma, seventh with 162; ASked by Senator Fletcher, of Florida, what would happen it tot 
Illinois, eighth with 161; Kansas, ninth with 153, and North the express companies = turned over to the railroads, Mr. = 
Carolina, tenth with 132.—A. E. H. Brookhart replied that “the express companies are big grafters on 1 
“4 on the railroads.” No mention was made by either senator of to 1 
the taking over of the bulk of the express business by the rail 
BROOKHART BREAKS WITH HOOVER roads through Railway Express Agency, Inc. whi 
The Trafic World Washington Bureau Senator Brookhart figured that there was twelve or thi: 
Senator Brookhart, of Iowa, whom the Republicans in the ‘teen hundred million dollars a year “in the capitalization of mis 
Senate assigned to the interstate commerce committee, not- the railroads and their mismanagement by private ownership cat 
withstanding his unusual views on transportation, is sorely 0d operation” that ought to be used in the reduction of rates 18 ¢ 
disappointed with the position taken by President Hoover on “20d that would put the farmer’s rates below the pre-war nec 
the farm relief question in relation to rail transportation and evel.” He talked about the railroads having a guaranty ant rate 
other matters. He supported Mr. Hoover for President ap- Teferred to the guaranty for the six months after the end of and 
parently in the belief that in his administration relief would ‘ederal control. rat 
be provided for the farmer in consonance with Brookhart “They wanted a deficit, having the guarantee,” said he, oy 
formulas. “and they (the railroads) increased the operating expenses by on 
_ In remarks in the Senate, Senator Brookhart has charged, $1,485,000,000.” line 
in effect, that the views of Mr. Hoover as a candidate and the “Yet, in spite of all these great issues, in spite of this ms 
po of President Hoover can not be reconciled. The senator absolute necessity of reducing railroad rates, the President 
said oo - ~~" Hoover’s speech accepting the Republican says the railroad rates have necessarily increased,” said he. a 
— +. or President, the statement was made that the “fe did not say that in his address of acceptance. He sali os 
creases in transportation rates since the war had greatly af- that they had increased but he did not say necessarily #9. e 
fected the price the farmer received for his products. Neither did he say so at any time in any of his addresses rail 
“With that statement on the transportation-rates question, i inst the the 
7 ee init tn Ge Menainead during the campaign. I therefore want to protest against po 
pl om 4 ~ ras je na ee: oe oN of ao settlement of the railroad question in one mere sentence. Tit Cor 
aone Pao. i ane le a or. ro ¥~ of the s a I ot seems to be easy while the farm problem is so very difficult aa 
a anak aot ar oh tan a ro ave hogy y a on ~ The senator referred to the government having gone into the 
falas an coal cg » th o0 it a taehen : on, le so “y * t the ocean shipping business, in connection with argument it a 
- ailroa - oO e Unite tates, is settled and so ved support of his contention that the government had gone into 
in one sentence in this message, I might say in one word: business for the benefit of land and ocean transportation, # 
Railway rates have necessarily increased.’” why not for the farmer? we 
Pe ome = cena of oy Dakota, asked for an explanation : Lir 
as to how railway rates had been increased, by what authority the 
and by the action of what body of the government. POOLING OF TONNAGE dey 
“The senator has raised the question of the Esch-Cummins The Northern Pacific and the Minneapolis, St. Paul & Sault hes 
railroad law and I expect to discuss that,” replied Senator Ste. Marie have petitioned the Commission, in Finance No re] 
Brookhart. “Perhaps I might as well mention it now, since 7569, for authority to pool ore tonnage moving from the Cuyum of 
the question is part of farm relief.” Range in Minnesota to Superior, Wis., and coal moving from to 
The Iowan then proceeded to reiterate views heretofore Superior and Duluth to mines on the Cuyuna Range, and fo an 
expressed by him. joint use of tracks and facilities. Un 
“We hear a good deal about puting the government in All the trackage on the range, after eliminating trackage in 
business,” said he. “I will have some more to say at another that will not be necessary for the economical operation of the th 
time as to that. We put the government in business for the pooled business, will be jointly owned, used and operated, ba 
railroads. By authority of law we directed the Interstate Com- according to the applicants. The Soo Line will ask the Cot to 
merce Commission to establish a value of the railroads as a mission for authority to remove its branch line between Ket cir 
basis for making rates. In 1920 they fixed that value and they nedy Mine and Lawler. Both companies will use the steel an er 
fixed it at $18,900,000,000. At the moment that value was concrete dock of the N. P. at Superior and use of the woodé pr 
fixed, at almost $19,000,000,000, the market value of the same dock of the Soo Line on the inner harbor at Superior will ¥ wi 
railroads in the stock market was about eleven and three- abandoned except as to portions as may be maintained tem tio 
fourths billions. In other words, at that time you could have  porarily. tr 
gone into the market and bought the whole outfit of railroads Applicants desire to make their contract for pooling of 
in the United States by buying their stocks and bonds, every’ tonnage, etc., effective at the beginning of the 1929 ore shipping qu 
dollar of property that belonged to every railroad in the United season, the contract to continue in effect for 99 years. The lir 
States, for about eleven and three-fourth billion dollars. But entire operation will result in improved service, according to to 


the government got into business for the railroads and through the applicants. or 
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NATION-WIDE WATER-RAIL RATES 


Nation-wide integration of the railroads and the government 

e line has been ordained by the Commission in Ex Parte 
w06 through routes and joint rates between the Inland Water- 
ont ‘Corporation and other common carriers, opinion No. 
11468 153 I. C. C. 128-39, in accordance with the Denison act 
which pecame effective May 29, 1928. In accordance with the 
terms of that act the Commission has issued a certificate of 
public convenience and necessity authorizing the barge line to 
operate on the Mississippi, between the termini set forth in the 
report, including Rock Island, Ill., and the waters embraced in 
what is known as the Warrior Service. The act provides for 
the issuance of the certificate. It directs the Commission, when 
it has issued the certificate “thereupon,” by order to direct all 
connecting common carriers and their connections to join the 
parge line in through routes and joint rates with reasonable 
rules, regulations and practices and, in the order directing the 
establishment of the rates and routes to fix reasonable minimum 
differentials between the all-rail rates and the joint rates so 
established. ' 

Commissioner Woodlock, in a concurring view, said the pub- 
lic should understand two things in connection with this, in part, 
a leap in the dark by the Commission, taken summarily because 
Congress said it should. One, he said, was that this was an 
experiment and the other that its results should be closely 
observed, so that appropriate action might be taken in accord- 
ance with those results. The latter, he said, involved a strict 
scrutiny of two things—operation of the government barge line 
to the end that the Commission might determine whether or not 
it was economically justified and the effect of that operation 
on rail-carrier revenues so that the Commission might determine 
to what extent they were diminished by the water service. 

“In both cases” says he, “it is evidence and not propaganda 
which is required.” 

In the report, written by Commissioner Eastman, the Com- 
mission divided the rates sought by the barge line in its appli- 
cation under the Denison act into three classes. The first class 
is composed of joint rates between the barge line and its con- 
nections at ports served by the former and called barge-rail 
rates. The second class were such as involved rail hauls before 
and after hauls by the barge line. It called them rail-barge-rail 
rates. The third class was to apply over routes composed 
partly of rail carriers and partly of common carriers by water 
on the ocean or on lakes and rivers together with the barge 
line. Such rates were called barge-rail-water rates. Collectively 
it called the three classes water-rail rates. 


Through routes and joint rates of the first two classes were 
found necessary or desirable. As to the barge-rail-water routes 
and rates the Commission said there was nothing to show that 
the establishment of such rates made differentially under the all- 
rail rates would be of benefit to the petitioning barge line or in 
the public interest. It said it would not at this time require the 
establishment of such rates. In connection with such rates the 
Commission called attention to the fact that the barge line 
sought rates for ocean, barge and rail traffic differentially under 
the ocean-rail rates and that the only differentials it might 
require, without hearing, were those under all-rail rates. 


The underlying questions presented by the act of May 29 
Were considered by the Commission in Procedure under Barge 
Line Act, 148 I. C. C. 129, in which it announced its conclusions 
that it was required by the act to issue the certificate upon 
demand and then require through routes and joint rates without 
hearing. In the barge line’s petition upon which the instant 
report was made, Commissioner Eastman said, practically all 
of the rail carriers and most of the carriers by water subject 
to the interstate commerce act were named as respondents. In 
an appendix to the petition he said the barge line divided the 
United States into 46 arbitrary groups and set forth 69 instances 
in which it desired through rates between one or more groups, 
the ports of call via which it desired the rates to apply and the 
bases for the minimum differentials it desired the Commission 
to fix. Although Mr. Eastman pointed out a number of very 
circuitious routes desired by the barge line, he said it gen- 
erally appeared that an effort had been made to confine the 
Proposed rates to routes not grossly circuitous as compared 
With the direct routes and to routes over which the transporta- 
tion by barge would constitute a substantial portion of the total 
transportation. 

Commissioner Eastman said the Commission’s power to re- 
quire through routes and joint rates in connection with the barge 
line was limited, as found in Procedure Under Barge Line Act, 
to cases where it deemed such routes and rates to be necessary 
or desirable in the public interest and the differentials pre- 
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scribed had to be reasonable. Manifestly he said the Com- 
mission could not here consider in detail each of the thousands 
of proposed routes and differentials. Neither, said he, could 
the Commission require the establishment of all which were 
proposed in view of the fact that many of them were neither 
necessary nor desirable in the public interest. Therefore he 
said, the Commission had to adopt general rules or bases for 
routes, rates and differentials that would be in substantial 
accord with the intent of the law as it understood the intent. 

The Commission concluded that in requiring barge-rail 
routes and rates it should follow substantially what it did in 
Inland Waterways Corporation vs. A. G. S. 151 I. C. C. 126, and 
that in the establishment of rail-barge-rail rates it should follow 
what it did in the U. S. War Department vs. A. & S. 92 I. C. C. 
528. In the formal findings the Commission set forth guide 
lines for the makers of tariffs carrying the two lines of rates 
it concluded should be established in accordance with the cases 
mentioned as controlling the scope of the nation-wide rate 
fabric to be created. 

Tariffs are to be filed not later than August 27 and within 
30 days from the filing of the tariffs the Commission ordered 
the carriers to enter into negotiations for the settlement of 
division questions. Further it directed that at the expiration 
of 120 days from the date of the publication of the joint rates 
the parties advise it, in writing, as to the divisions upon which 
agreement had not been reached, each side to set forth the 
divisions they considered equitable and their reasons therefor. 

Commissioner Woodlock’s concurring views follow: 


I refer here to my concurring expression in 151 I. C. C. 126 and 
151 I. C. C. 91, but desire to make a brief addition thereto, in con- 
nection with the report in the instant case. 

It is the intent of Congress, clearly and definite expressed in the 
statutes, that water transportation shall be encouraged to the end 
that the people may derive whatever true economic benefits may in- 
here therein. It is equally the intent of Congress that our national 
railroad system shall be preserved in full vigor. There is no neces- 
sary economic contradition between the two intents and both are 
manifestly ‘tin the public interest.’’ Traffic will move by water only 
when it is more advantageous so to move it than to move it by rail. 
In general the inducement must take the form of lower rates. The 
public is entitled to the lowest rates that water-line carriers can 
offer, and still make a reasonable profit from the traffic. Whatever 
business is diverted by such rates from the rail lines is properly so 
diverted. But if both rail and water lines are to be preserved in full 
vigor, the total traffic must support both. Neither can properly prey 
upon the other. Water-line owners can not expect rail-line owners 
to support them, nor vice: versa. 

In 151 I. C. C. 126 and 151 I. C. C. 91, and in the instant case, we 
are making a preliminary insertion of the water lines into our na- 
tional transportation system. We are here prescribing joint through 
rail-water rates over a large part of the United States. We are doing 
it summarily because Congress told us to do it. We do not know 
whether the level of the rates prescribed is or is not, in fact, the 
proper level. We found the differential in existence as a relic of the 
war and we continue it. It may be too high, or it may be too low; 
we have not here the evidence on which to determine the question. 
We take what we find. Further, in prescribing joint rates between 
rail and water lines, we take what we find and label them maxima. 
So far we leap in the dark. In prescribing through routes over 
which these joint rates are to apply, we adopt faute de mieux cer- 
tain broad—but sound—limiting principles so as to preserve at least 
some degree of consistency with proper economic laws. In so doing, 
at all events, we are on solid ground. 

In all this. however, we are experimenting, and we are doing so 
under the positive mandate of Congress—which mandate we are 
assuming to be constitutional—and, trerefore, our duty is clear. But 
the public should understand two things. One is that this is an 
experiment; and the other is, that its results should be closely ob- 
served, so that appropriate action may be taken in accordance with 
those results. The latter invelves a strict scrutiny of two things. 
One is the operation of the government-owned Inland Waterways 
Corporation, to the end that we may be able to determine whether or 
not it is economically justified. The other is the effect of this opera- 
tion upon the rail-carrter revenues so that we may be able to deter- 
mine to what extent they are diminished by the water service. In 
both cases it is evidence and not propaganda which is required. Divi- 
sions between rail and water carriers should be fixed upon the same 
principles as those which govern divisions between rail carriers. 
There is no sound economic reason for any other basis. Subject to 
these considerations, I concur in the report. 


Major General Ashburn, of the Inland Waterways Corpora- 
tion, following announcement of the Commission’s decision 
in the barge line case, said conference would be sought with 
the railroads at once to work out the routes, rates and divisions. 


LIME AND LIMESTONE RATES 


Interstate rates on lime and ground limestone, from Mar- 
tinsburg and Berkeley, W. Va., to destinations in Virginia have 
been found unjust and unreasonable, and, in their relation to 
intrastate rates on the same commodities from Ripplemead, 
Riverton, Strasburg, Staunton, Eagle Mountain and Indian Rock, 
Va., to the same destinations, unduly preferential of the com- 
plainants’ competitors in Virginia to the extent that the rates 
from Martinsburg and Berkeley are higher for like distances 
than those in effect from Virginia points of origin to Virginia 
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points of destination. The Commission, by division 4, so found 
in No. 19943, Sub. No. 1, North American Cement Corporation 
vs. Aberdeen & Rockfish et al. 

The unreasonableness and undue prejudice, the Commission 
found, should be removed by the making of rates in accordance 
with a scale applicable on lime and another on limestone, not 
later than July 20. The scale on lime is applicable on two 
minima, one 30,000 pounds and the other 50,000 pounds. The 
ground limestone scale is based upon a 60,000-pound minimum. 
The lime scale based on the lower minimum begins with a rate 
of 70 cents per ton for the initial distance of five miles for a 
single-line haul. The initial for the joint-line haul is 80 cents. 
The single-line scale jumps to 90 cents for a 10-mile haul. Then 
it progresses in five-mile blocks, with 10 cents added for each 
block to 210 cents for 70 miles. The joint-line scale, which 
starts at 80 cents per ton, jumps to 100 cents for the 10-mile 
block. Then it increases for each block, 10 cents to 220 cents 
for a 70-mile haul. 

From the 70-mile block the two scales merge into one, the 
rate at 100 miles being 240 cents, 290 cents at 200 miles, 360 
cents at 400 miles and runs out at 520 miles with a rate of 
390 cents. 

The single-line scale on the higher minimum begins with 
56 cents fo rthe five-mile block, jumps to 72 cents for the 10- 
mile block. It then progresses in ten-mile blocks with eight 
cents adde dfor each block up to 70 miles, at which point the 
rate-is 168 cents. The joint-line scale begins at 64 cents for 
the initial block, jumps to 80 cents for the 10-mile haul and 
then progresses in 10-mile blocks, eight cents added for each 
block, up to 176 cents for the 70-mile haul. 

From the 70-mile block the two scales merge, the rate for 
the 80-mile block being 176 cents. At 100 miles the rate is 192 
cents, at 200 miles 232 cents, at 400 miles 288 cents and at 
520 miles 312 cents. 

The limestone scale begins with 60 cents per ton for the 
initial 10-mile haul and 80 cents for the joint-line haul. At 100 
miles the scales become 120 and 140 cents; at 200 miles, 160 and 
180 cents; at 400 miles 220 and 230 cents; and at 520 miles 260 
cents, both single and joint line. 


PETROLEUM TO KENTUCKY 


Against the protests of large shippers of petroleum and its 
products from lower Mississippi Valley origin points to Ohio 
River crossings and points in Kentucky, the Commission, by 
division 2, in I. and S. No. 3188, petroleum and products from 
the soutth to Ohio and Mississippi River crossings and Ken- 
tucky points, has found justified a rate plan whereby the rail- 
roads prevent the use of Ohio River combinations to cut their 
rates into the interior of Kentucky. The scheme which has 
been approved limits the use of proportionals to the crossings 
intended for use in making rates to points beyond the crossings 
to territory north, east or west of the rivers. The tariffs also 
specifically exclude Kentucky from territory to which combina- 
tions lower than the rates to the crossings “proper’ may be 
made. Commissioner Brainerd wrote the report. 


The Commission has also found justified increased rates to 
points on the Louisville, Henderson & St. Louis. It has found 
not justified increases to points on the Chesapeake & Ohio in 
Kentucky. The suspended schedules have been ordered can- 
celed without prejudice to the filing of new ones in conformity 
with the findings. 

All lines from New Orleans and Baton Rouge, La., Vicks- 
burgh, Natchez and Gulfport, Miss., Pensacola, Fla., Mobile, 
Ala., and other lower valley points publish rates to the crossings 
proper and proportionals, the latter to apply on traffic destined 
“for beyond.” The tariffs make no .definition of “for beyond.” 
Lack of definition or limitation, the report showed, enabled 
shippers to use the proportional rate of 23 cents to Lexington 
and Louisville, Ky., and Evansville, Ind., in combination with 
local rates from those points to destinations in interior Ken- 
tucky that were lower than the “proper” rate of 41.5 cents to 
Lexington and Louisville. That “proper” rate was to be held 
as maximum at points in the interior of Kentucky on the rail- 
roads leading to the crossings. 

An additional complication was afforded, according to the 
report, by the fact that while the Illinois Central published 
proportionals the same as its neighbors, it published “proper” 
rates of 34 cents to Louisville and Evansville. As a conse- 
quence, Mr. Brainerd said, all shipments to points on the Louis- 
ville, Henderson & St. Louis moved over the Illinois Central 
to a crossing and then back to points on that important part 
of the Louisville & Nashville system at combinations 3.5 to 7.5 
cents lower than the 41.5-cent rate the Louisville & Nashville 
intended should apply to Louisville and be blanketed back into 
interior Kentucky for a considerable distance. Putting a limi- 
tation on the territory of application of the proportional rates 
will enable the Louisville & Nashville and rarriers other than 
the Illinois Central to apply the 41.5-cent rate, while the Illinois 
Central will collect its Louisville “proper” rate of 34 cents. 

The carriers said it was a mistake that schedules were 
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filed which would have the effect of increasing rates to 
peake & Ohio points. The increases would range from halt 
cent to 8.5 cents. They made no effort to justify these increase, 


RATES ON ROUGH LUMBER 


With six of the eleven commissioners either dissenting 
concurring only in part, the Commission, in No. 19135, a 
Peabody Lumber Co. vs. Pennsylvania et al., and a Sub-Dumbe 
thereunder, Same vs. Same, has found not unreasonable the 
rates on rough lumber from Columbia City, Ind., to BR 

N. Y., and from Columbia City and Bourbon, Ind., to Bey 
Mich, It has found unreasonable the rate on rough lumbe 
from Columbia City to North Tonawanda, N. Y., 25.5 Cents, ty 
the extent it exceeded 18.5 cents prior to August 15, 1925, ang 
20.5 cents thereafter. It further found that the rate, for 
future, would be unreasonable to the extent that it eXCeeds op 
may exceed the rate from Cincinnati to North Tonawang 
It awarded reparation. 

Commissioner Brainerd, concurring, said the rate to B 
should have been treated as was the rate to North Tonawany 
In so far as the majority’s conclusions were based upon their 
interpretation of the effect of Rule 77, he said, he disagresg 
for the reasons set forth in his dissent in the Handy Chocolat 
case, 146 I. C. C. 213. Commissioner Farrell joined him in thoy 
views. Commissioners Meyer, Lewis, Woodlock and Tayl 
dissented. 


FOURTH SECTION ON COAL 


Permanent fourth section relief has been granted on ¢qqj 
from mines in Arkansas and Oklahoma to destinations in Tex 
on condition that the rates at intermediate points be brought 
into conformity with the equidistant and aggregate of inter. 
mediates part of the law and the 50 per cent circuity rule of 
the Commission, in a report on fourth section applications Nos, 
12529 and 12684, filed by F. A. Leland. The Commission, by 
division 2, in fourth section order No. 10040, gave the relief to 
the extent indicated and denied relief beyond the limits indi. 
cated. The existing departures, in effect at the time the fourth 
section was amended, have been held in place, lawfully by 
fourth section application No. 1616. The departures were at 
destinations. 

The relief was given as to coal from mines within a ter. 
ritory extending from Durant to Henryetta, Okla., a distance 
of about 100 miles and eastward to Bernice, Ark., a distance 
of about 160 miles. The destinations are principally in north 
ern and northeastern Texas. The routes of the railroads cov- 
ered by the two applications, the report says, generally, are 
circuitous. In a few instances relief was sought, over direct 
routes on account of competition from New Mexico and Colo 
rado, at points in the Panhandle of Texas. 

In behalf of their applications the carriers said that the 
coal business in that part of the country was built up on the 
basis of the long lines meeting the rates of the more direct 
lines at junction points and keeping intermediate rates higher. 
The junction points, they said, were the points of greatest cor 
sumption. To deny relief, they said, would disrupt the entire 
grouping arrangement and result in the closing of many routes 
now being used. The Commission said that circuity was the 
only ground for relief in this case, thereby denying the appli 
cation of the direct lines to enable them to meet competition 
from New Mexico and Colorado. 


LUMBER RECONSIGNMENT CASE 


The Commission, on reconsideration of No. 19812, Woodward 
& Son vs. Southern et al., has found that division 4, in the origi 
nal report, 146 I. C. C. 583, talked too much when it told the 
carriers to discontinue a reconsignment charge of $5.85 per cat, 
on lumber, after it had found that the movement was intr 


state in North Carolina. The car in question moved from 
Maiden to Liberty, N. C., after having been shipped from Kins 
ville, S. C. The carriers claimed it was an interstate move 
ment because it had originally come from Kingville. The Com 
mission, by divsiion 4, after finding the movement was intr 
state, dismissed it for lack of jurisdiction. But it condemned 
the assessment of the reconsignment charge and directed refund 
of the money. On further consideration, on appeal by the rail- 
roads, the Commission affirmed the finding that the movement 
was intrastate. But it said that in view of the conclusion that 
the movement was intrastate, it followed that there was 00 
jurisdiction as to the reasonableness of the reconsignment 
charge. It said that that part of the finding was erroneous al 
dismissed the whole matter. Commissioners McManamy, Tay 
lor and Porter noted a dissent. 


ACID PHOSPHATE RATES 


In a report written by Commissioner McManamy, in No 
19890, U. S. Phosphoric Products Corporation vs. Butts, ADe 
conda & Pacific et al., No. 20406, Virginia-Carolina Chemical 
Corporation vs. Same, and No. 20190, Armour Fertilizer Works 
vs. Same, the Commission, by division 2, has found unreaso® 
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rates on acid phosphate, carloads, from producing 


ner ting South Carolina, Florida and Tennessee to destinations 
pe "[linols, Indiana, Ohio and Michigan to the extent they ex- 


ded or may exceed the rates found reasonable on fertilizer 
or fertilizer materials in Fertilizer and Fertilizer Materials, 
61 C. C. 618, decided February 9, 1929. In that case it found 
a reasonable basis made up of rates within the south to the 
Ohio River prescribed in Fertilizers Between Southern Points, 
113 I. C. C. 389, and rates in territory north of the Ohio pre- 
scribed in Ohio Farm Bureau Federation vs. A. & W., 146 I. C. C. 
419, plus differentials on interterritorial hauls. Rates on the 
basis found reasonable are to be established not later than 
oe complaints also brought into question the relation- 
ship of rates on acid phosphate from the southern points and 
from points in central territory on the one hand and those from 
Anaconda, Mont., to the same destinations. The Commission 
said the relationship had not been shown to have been or to 
be unduly prejudicial or preferential. 


COMMISSION REPORTS 


Transit on Forest Products 


No. 19805, Southern Creosoting Industries vs. A. G. S. et al. 
By division 4. Complaint dismissed on finding not unreasonable 
transit charge of 2.5 cents per 100 pounds on lumber, piles, 
cross-ties and other forest products from various points in the 
southeast stopped in transit at points in Alabama, Florida, 
Georgia, Kentucky, Mississippi, South Carolina, Tennessee and 
Virginia for creosoting and reforwarded to various interstate 
destinations. Concurring in part, Commissioner Woodlock said 
he concurred in the conclusion of the majority that the transit 
charge in and of itself was not unreasonable, but that he could 
not agree that the transit charge should include the switching 
charges in those instances where they were not absorbed. In 
his opinion the switching charge is a separate and distinct 
charge and in no way connected with the transit charge. He 
said the switching charges as such were not here under attack. 
The majority found that the transit charge was not unreason- 
able except in those instances where switching charges in addi- 
tion thereto were assessed and collected; that in such instances 
the stop-off charge of 2.5 cents was and for the future would be 
unreasonable to the extent it failed to include all the necessary 
switching service to and from the respective plants. 


Reciprocal Switching Charge 


I. and S. No. 3172, absorption of Chicago & Eastern Illinois 
reciprocal switching charges at Evansville, Ind. By division 3. 
Respondents’ proposal to restrict the amount of their absorp- 
tion of the reciprocal switching charge of the C. & E. I. at 
Evansville, Ind., on carload traffic, other than coal and coke, 
originating at or destined to points south of the Ohio River 
and east of the Mississippi River, handled by them in interstate 
line-haul service, found not justified. Suspended schedules 
ordered canceled on or before May 31 and proceeding discon- 
tinued. 

Peat Humus 


No. 19938, International Agricultural Corporation et al. vs. 
Illinois Central et al. By division 3. Rate charged on peat 
humus, Manito, Ill., to Montgomery, Ala., not unreasonable. 
Rate assailed same origin to Florence, Ala., was not unreason- 
able; rate charged to Union Springs, Ala., prior to October 26, 
1925, unreasonable to extent it exceeded $7.40 per net ton; and 
that rates assailed to Florence and Union Springs are and for 
the future will be unreasonable to extent they exceed or may 
exceed $5.15 and $6, respectively. Order for future effective 
on or before July 1. Complainants entitled to reparation. 


Farm Wagons and Stoves 
No. 20942, Brown Roberts Hardware & Supply Co., Ltd., vs. 
A. G. S. et al. By division 3. Complaint dismissed on finding 
not unreasonable rates on farm wagons, Chattanooga, Tenn., 
to Alexandria, La., and on stoves, Rome, Ga., to Alexandria, La. 


Evaporated Milk 


No. 20820, C. W. Zaring & Co. vs. C. M. St. P. & P. et al. 
By division 4. Complaint dismissed on finding not unreasonable 
or otherwise unlawful rates on evaporated milk, Merrill, Wis., 
to Jacksonville, Miami and West Palm Beach, Fla. 


Corn Syrup 

No. 19929, W. B. Roddenbery et al. vs. A. C. L. et al. By 
division 2. Rates on corn syrup (glucose), points in Indiana, 
Illinois, Iowa, Kentucky and Missouri to Cairo, Ga., found un- 
reasonable, past, present and future, to extent they exceeded, 
exceed or may exceed 48 cents from the Chicago group, 43.5 
cents from the St. Louis group, and 40.5 cents from the Evans- 
ville and Louisville groups. Order for future effective on or 
before July 1. Complainants entitled to reparation. 


Sweet Potatoes 


No. 20771, South Georgia Traffic Bureau for C. H. Strang- 
ward vs. A. B. & C. et al. By division 3. Rates on sweet po- 
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tatoes, Tifton, Ga., to Miami, Fla., inapplicable. Factors to and 
beyond Jacksonville of the through rate applicable on shipments 
considered were, per 100 pounds, 23.5 cents, minimum 400 
crates, and 79 cents, minimum 30,000 pounds, respectively; that 
applicable through rate was unreasonable to extent that class 
factor beyond Jacksonville exceeded 40 cents per 100 pounds, 
minimum 30,000 pounds. Defendants should waive collection of 
outstanding undercharges. Reparation of $33.64, with interest, 
awarded. 
Corn Flakes 


No. .20628, Jersey Cereal Co. vs. Pennsylvania et al. By 
division 2. Complaint dismissed on finding not unreasonable 
rates charged on corn flakes, Cereal, Pa., to Birmingham, Ala., 
Atlanta and Rome, Ga., Chattanooga and Knoxville, Tenn., and 
Greenville, S. C. 

Wood Flour 


No. 20497, Bakelite Corporation vs. Erie et al. By division 
3. Rates on wood flour, New York, N. Y., and New York Har- 
bor points, and from North Tonawanda, N. Y., to Chicago, Ill, 
unreasonable, past, present and future, to extent they exceeded, 
exceed or may exceed the contemporaneous sixth class rates, 
subject to a minimum not exceeding 36,000 pounds for cars not 
more than 36 feet 6 inches in length. As such loading will tax 
the capacity of the cars unless the flour is reasonably compressed, 
the minimum should properly be graduated for longer cars in 
accordance with rule 34 of the official classification. This, 
however, is subject to the exception prescribed in Robert Blank 
vs. C. R. R. of N. J., 132 I. C. C. 385, that where carload ship- 
ments are loaded by defendants in cars of their own selection, 
the carload rate should be based on a flat minimum of 36,000 
pounds, without reference to the number or size of cars in 
which the shipment is loaded. Complainant entitled to repara- 
tion. Order for future effective on or before July 1. 


Pickles in Brine 
No. 20282, Pepin Pickling Co. vs. C. & N. W. By the Com- 
mission. Reparation of $27.65, with interest, awarded on finding 
rate on carload pickles in brine, in casks, Rice Lake, Wis., to 
Winona, Minn., unreasonable to extent it exceeded 26.5 cents. 


CALIFORNIA LINES’ PROBLEM 


The Commission, by division 4, in Finance No. 6508, pro- 
posed acquisition and construction of lines by Western Pacific 
Railroad Co., has found that public convenience and necessity 
have not been shown to require the acquisition by the Western 
Pacific of the line of railroad of the Union Belt Railway of 
Oakland and the construction of two proposed lines of railroad 
in Alameda county, California. The application has been denied 
without prejudice to renewal in part as to authority to con- 
struct the Alameda Belt connection. 

The report also covers Finance No. 6637, proposed acqui- 
sition of Union Belt Railway of Oakland by the Southern Pacific 
and Central Pacific. In that part of the case the record has 
been held open for the taking of further testimony as to the price 
to be paid for the properties of the Union Belt and such other 
matters as may be properly presented. 


N. Y. C. UNIFICATION 


The New York Central, in Finance Nos. 5688 and 5690, 
unication of New York Central lines, has filed a motion to dis- 
miss the petition of the Fonda, Johnstown & Gloversville Rail- 
road Co. for reopening of the proceeding with a view to action 
by the Commission as to the electric lines of the Fonda, 
Johnston & Gloversville system. The New York Central says 
the Fonda in the hearings urged that its entire raliroad should 
be included in the New York Central system. It says further 
that the Commission in its decision authorizng unification con- 
sidered only the steam portion of the Fonda to be adapted to 
New York Central unification. It also says that the Fonda has 
allowed three out of six months specified for negotiations with 
the New York Central for the taking over of the steam lines 
to elapse before raising question before the Commission as 
to the electric lines. The New York Central says it is hardly 
possible to escape the conclusion that this delay “was deliberate 
and designed for the purpose of delaying further the unification 
of applicant’s system to the detriment of the public interest 
found by the Commission to be promoted by such unification.” 


DOTSERO CUT-OFF 


The Commission, by division 4, in Finance No. 4555, pro- 
posed construction by Denver & Salt Lake Western, has author- 
ized the applicant, a subsidiary of the Denved & Salt Lake, to 
construct what is popularly known as the Dotsero cut-off, from 
Orestod, a point on the parent railroad to Doterso, the latter on 
the Denver & Rio Grande Western, a distance of 41.3 miles. Both 
junction points are in Eagle county, Colo. Permission to con- 
struct is upon condition that the application permit the Denver 
& Rio Grande Western to operate over the new line and over 
the Denver & Salt Lake between Orestod and Utah Junction on 
fair and reasonable terms. 
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An order was entered requiring, within 30 days from the 
date of the order, the Rio Grande to file with the Commission 
and furnish the applicant, the draft of a contract or agreement 
setting forth the terms and conditions which it, the Rio Grande, 
is willing to accept as governing its operation over the proposed 
cut-off and the Denver & Salt Lake, also called, in the report, 
the Moffat line. The order also requires the applicant and-or 
the Moffat road, within 30 days from the filing of the proposed 
contract, to execute the contract with the Rio Grande Western, 
or, if unwilling to do so, file with the Commission a draft of a 
contract setting forth the terms and conditions desired by them. 

Upon receipt of the forms of contract the Commission will 
give further consideration to the record and enter an order, 
issue a certificate, or hold a hearing, as at the time may be found 
proper. 

The Colorado commission, which held a hearing in the 
matter for the federal body, recommended grant of permission 
to construct conditioned upon grant of trackage rights to the 
Rio Grande to operate over the Moffat lines between Dotsero 
and Denver, which include the widely known Moffat tunnel 
through the continental divide. On account of the prospective 
competitive situation created by the proposed cut-off, between 
the Moffat road and the Rio Grande, the question arose as to 
whether there should be joint use of the cut-off, if construction 
were permitted, or allow the Moffat road to have the sole ben- 
efit of the cut-off and, as believed, force the Rio Grande into 
neutralizing construction, at an estimated cost of about $20,- 
000,000 for a new line about 124 miles long. 

Three methods were considered as a solution for the situa- 
tion. The one upon which permission to construct has been 
conditionally given was chosen by the Commission as the one 
to be preferred because it would give the Moffat road the largest 
estimated gain in net income in each of the first five years and 
a small gain to the Rio Grande. In the first of the two other 
methods the Rio Grande predicted a loss to each road. In the 
second the Moffat line would gain $577,577 and the Rio Grande 
would lose $523,535. In the method adopted, the Rio Grande 
estimated that the annual gain to the Moffat line would be 
$740,629 and the gain to itself $75,154. 


TENNGA STOCK ISSUE 


The Tennga Railroad Company, in Finance No. 7300, has 
been authorized by the Commission, division 4, to issue not 
exceeding $500 of capital stock, consisting of five shares of 
the par value of $100 a share, to be sold at par and the pro- 
ceeds used in connection with the acquisition of property and 
equipment. 

The applicant sought authority to issue $25,000 of capital 
stock. It was incorporated under the laws of Tennessee Sep- 
tember 13, 1928, with an authorized capital stock of $25,000. 
Early this year, in Acquisition and Extension of Line by Tennga 
R. R. Co., 150 I. C. C. 395, the company was authorized to 
acquire a line of railroad and to construct an extension in 
Polk county, Tennessee, and Murray and Fannin counties, 
Georgia. 

The Commission said all the applicant would acquire, aside 
from equipment, structures and material and supplies, was the 
right to operate over the right-of-way until March 20, 
1932, the ownership of the rails and right-of-way being vested 
in the Louisville & Nashville, and that therefore it could not 
authorize an issue of $25,000 of stock, but that support had 
been shown for an issue of stock sufficient to permit the ap- 
plicant to carry on its corporate affairs. 


FINANCE APPLICATIONS 


Finance No. 7571. Illinois Central Railroad Co. asks authority 
to issue $6,990,000 of 4% per cent equipment trust certificates to be 
= competitive bidding in connection with acquisition of equip- 
men 

Finance No. 7572. Kansas City, Mexico & Orient Railway Co. 
of Texas asks authority to issue one general mortgage bond for 
$4,000,000 and 30,000 shares of common capital stock, par value $100 
a share, and deliver the securities to the A. T. & S. F. in considera- 
tion of surrender by latter for cancellation of $9,116,633 of first mort- 
gage 30-year 4 per cent bonds of applicant. 

Finance No. 7573. Chicago & Illinois Western Railroad ask auth- 
ority to issue $500,000 of equipment trust certificates and to be sold 
at competitive bidding. 

Finance No. 7574. Gulf, Colorado & Santa Fe, the Panhandle & 
Santa Fe, the Kansas City, Mexico & Orient and the Pecos & North- 
ern Texas ask authority for extension of operations over tracks owned 
or used by applicants in and near San Angelo, Tom Green county, 
Tex., and Sweetwater, Nolan county, Tex., and for acquisition of 
control by them of certain tracks. Applicants say approval of their 
proposals will afford their lines entering and serving Sweetwater and 
San Angelo more economical operation, greater expedition in the 
handling of traffic and result generally in economies to the public 
and to the applicants. 

Finance No. 7570. Rio Grande Junction Railway Co. asks au- 
thority to issue $738,000 of 5 per cent refunding mortgage gold bonds 
for delivery to the nver & Rio Grande Western tn liquidation of 
capital expenditures made by the latter on property of applicant. 

Finance No. 7578. Joint application of Baltimore & Ohio Rail- 
road Co, and Chesapeake & Ohio Railway Co. for authority for op- 
eration under trackage rights by the B. & O. over the line of the 
Chesapeake & Hocking and by the C. & O. over the line of the Toledo 
& Cincinnati, from a ag (Ra Junction) between Richmondale and 
Rittenour to a point (Va Junction) west of Vauces, in Ross county, O. 

Finance No, 7579, Cleveland, Cincinnati, Chicago & St. Louis 
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Railway Co. asks authority to issue $24,000,000 of 4% per cent 

ing and improvement mortgage bonds to retire $15,000,000 oft 
cent bonds maturing July 1, 1929, the balance of $9,000,000 of 8 be 
to provide in part for or to reimburse the treasury of applicant 
respect to expenditures for additions and betterments. Ne With 
with J. P. Morgan & Co. for sale of bonds in progress, Ap mia 
expects to sell the bonds at a net price to it of not legs tha 
per cent of par. nt 


UNCONTESTED FINANCE CASES 


Report and order in F. D, No. 7524, (1) authorizing the wip, 
Pacific R. R. Co. to issue $46,392,000, principal amount, of 20-youm 
per cent convertible gold bonds, series A, to be sold at not legs i 
97% per cent of par and the proceeds used to refund maturj thay 
gations, to reimburse the applicant’s treasury for capita] expenti 
heretofore made, and to provide funds for proposed additions 
betterments; and (2) to issue not exceeding $46,392,000 of comme 
stock, consisting of 463,920 shares of the par value of $100 q 
said stock to be issued solely to effect the conversion into gto f 
such of said bonds as may be presented by the owners thereof fo 
such purpose, approved. Or 

Report and certificate in F. D. No. 7175, authorizing the 
Carolina R. R. Co, to abandon, as to interstate and foreign comm 
its line of railroad in Lenoir and Duplin Counties, N. C. (a distang, 
of 31.086 miles), approved. 

Report and certificate in F. D. No. 7400, authorizing the Noy 
York Central R. R. Co, to construct a branch line of railroad in y 
Lawrence county, N. Y. (extending from a point on its Oswegateh, 
branch about 3,500 feet west of Emeryville station in a southey 
direction to the site of the proposed mills on the lands of the § 
Joseph Lead Co. in the town of Fowler, about 3.7 miles), approves 

Report and order in F. D. Nos. 7446 and 7447, (1) authorizing the 
acquisition by the Missouri-Illinois Railroad Co. of control of th 
Mississippi River & Bonne Terre Railway by purchase of capity| 
stock and under lease; and (2) authorizing the acquisition by th 
Missouri-Pacific Railroad Co. of control of the Missouri-IIlinois Raj. 
road Co. by purchase of capital stock, approved. 

Report and order in F. D. No. 7519, authorizing the New Yor 
Central R. R. Co. to assume obligation and liability in respect 
$6,300,000 of equipment-trust of 1929 4% per cent equipment-tny 
gold certificates to be issued by the Guaranty Trust Company of 
New York under an equipment-trust agreement to be dated April i, 
1929, said certificates to be sold at not less than 96.84 per cent of 
par and accrued dividends in connection with the procurement of 
certain equipment, approved. ; 

Report and order in F. D. No. 7514, authorizing the Vicksburg, 
Shreveport & Pacific Ry. Co. to issue $1,845,000 of refunding an 
improvement mortgage gold bonds, series B, to be delivered at par 
to the Yazoo & Mississippi Valley R. R. Co. in reimbursement for 
funds advanced for the redemption of certain outstanding bonds of 
the applicant, approved. . 

Report and certificate in F. D. No. 7456, authorizing the Arkansas 
Western Ry. Co. to construct an extension of its line of railroad in 
Scott county, Ark. (from Waldron to a point about 23.5 miles south. 
easterly thereof), approved. 

Report and order in F. D. Nos. 7504 and 7504 Sub 1, (1) authori: 
ing the Atlantic City R. R. Co. to extend from May 1, 1928, to May 
1, 1954, the maturity of $2,200,000 of first-mortgage bonds; and (2) 
authorizing the Reading Co. -to assume obligation and liability a 
guarantor for the payment of the principal of and interest on th 
aforesaid bonds, approved. 


HOCH-SMITH COTTONSEED 
The Commission has reopened for further hearing, May 1), 
at the Biltmore Hotel, Atlanta, Ga., before Examiners Money 
and Esch, No. 17000, part 8, cottonseed, its products and related 


articles. This action was taken after consideration of petitions 
for further hearing in part 8, cases grouped therewith and fourth 
section applications, filed by the Mississippi Cottonseed Crush 
ers’ Association, Georgia Cottonseed Crushers’ Association, 
Southern Cotton Oil Company, and the request of the Alabama 
Cottonseed Crushers’ Association. 

“The testimony to be presented at such hearing,” said the 
Commission, “will be limited to evidence in surrebuttal of the 
testimony and evidence relating to the transit of cottonseei 
presented at the hearing in these proceedings at New York, 
N. Y., on March 11 to 16, 1929, inclusive. All parties to these 
proceedings are again advised that the dates fixed by the & 
aminers, July 1, 1929, for filing the original briefs, and August 
1, 1929, for filing the reply briefs, will remain as set. 


GRAPE SCALE CORRECTION 


Scales for application on grapes and strawberries pre 
scribed in No. 18529, Arkansas Railroad Commission et al. 8 
Ann Arbor et al. (see Traffic World, April 20, p. 949) were mis 
described as scales providing for joint and single-line haul. 
The rates that were erroneously described as for jointine 
hauls were rates to be applied on hauls into territory roughly 
described as being west of the Missouri River. The Commis 
sion thereby, by implication, created a differential territory, 
as to the traffic involded. The finding was that the assailed 
rates to destinations in North Dakota, and in South Dakots 
north and west of Sioux Falls, for the future would be unre 
sonable to the extent they might exceed the distance rates set 
forth in an appendix, showing the scales, applied as therelt 
provided. 


MINIMUM HAY RATES 


The Commission has amended its finding in I. and S. ™. 
3174, minimum rates on hay and straw between official and 
southern territories, so as to limit the exception as to schedules 
not justified to central territory instead of to the whole of 
official territory, as shown in the abstract of the finding 
Traffic World, March 23, p. 694. The order vacating the sl 
pension order will become effective April 29, 
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HOCH-SMITH GRAIN 


Although they find that a depression in agriculture still exists 
in the western district within the meaning of the Hoch-Smith 
resolution, Examiners Arthur R. Mackley and George J. Hall, 
in No. 17000, part 7, the Hoch-Smith grain and grain products 
investigation, recommend that the Commission find that the 
general level of rates throughout the district is not unreason- 
able under the interstate commerce act or the Hoch-Smith 
resolution. Other proposed findings are summarized as follows: 


The transportation rates should not be reduced as a whole but 
should be redistributed more equitably as between producing areas 
in consideration of relative mileages. 

For this purpose of redistribution rates recommended on basis of 
90 per cent of the so-called 12244 scale—now applicable from Okla- 
homa to Texas, Arkansas and Missouri, and from the Texas pan- 
handle to Kansas City—subject to raising or lowering of the scale 
level to return approximately the same aggregate revenues as at 


preeene present scale is lifted beyond 500 miles before being used 


asic scale for the 90 per cent. 
= *- scale is proposed for the entire western district or if that 
is thought to cover too much territory not more than two scales— 
one for the western group and a higher one for the intermountain 
eo The purpose is to give all parts of the western district as nearly 
as possible the same general level of rates on grain—a highly com- 


e commodity. 
pene rate break system of making rates by combination of flat rates 


mary markets and proportional rates beyond is favored for 

pT na <pplication through primary markets on direct routes, with 
exceptions by overhead rates with transit over indirect routes only 
upon permission of the Commission upon application of the carriers. 
Wheat and flour should be permitted to move at the same rate. 
Rates on grain and grain products should be made with reference 

to commercial necessities as well as with reference to strict trans- 


rtation conditions. 
” Ports of export should be equalized to the fullest possible extent 


within reasonable limits. 
Curtailment of present excessive free transit stops and out of line 


hauls recommended. 

Under a scale of rates suggested by them Kansas would 
have to take an increase in rates to Missouri River markets 
and get a reduction in rates to gulf ports. Under their pro- 
posal Kansas City would be eight cents under New York to 
the gulf ports. The difference is now twelve cents. It has 
been as low, at times, as four cents. 

The scale would also result in increases from North Dakota 
to Minneapolis and Duluth and from Iowa to contiguous primary 
markets. 

“The former are so low,” say the examiners, “that any 
general basis of rates prescribed in this proceeding, as reason- 
able maximum rates, on a basis high enough to enable the 
carriers to live, would increase them. The same is largely true 
of the rates from Kansas to. Kansas City. The proposal would 
considerably reduce the rates from Kansas to the gulf ports, 
which are represented by Kansas interests to be of great im- 
portance to the Kansas producer. It would also substantially 
reduce rates from Oklahoma to Texas ports and to Kansas City, 
and from much of the intermountain territory to both eastern 
and western destinations.” 

None of the recommendations made in the report are in- 
tended to represent the mature judgment of the examiners. 
In a foreword they say that tentative conclusions have been 
reached as to some of the issues presented and not as to 
others, because of a lack of time for a mature consideration of 
the record. That record consists of more than 53,000 pages of 
transcript, more than 10,000 pages from the transcript in other 
cases made a part of this one, 15,000 pages of briefs, the last 
installment of which was submitted February 15, or a little more 
than two months ago. 

“The report is issued in these circumstances by direction of 
the Commission,” say the examiners, “in the belief that early 
exceptions and oral arguments will so crystallize and clarify 
the numerous and complex issues as to expedite the final report 
of the Commission.” 

Arguments will be made in the case on May 27. Exceptions 
to the report are to be made on or before May 20. Replies to 
exceptions will not be received. Exceptions are to reach the 
Commission and the opposing counsel on the day mentioned. 
These facts are set forth in a notice issued in connection with 
the report. That notice says that all parties on the same side 
of the controversy should endeavor to agree, in advance, upon 
the Person or persons who shall make the oral argument. 

Their interests can be more effectively presented in 60 
ee by one or two counsel, than by half a dozen speaking 
tt minutes each,” says the notice. It is the custom to appor- 
on time among those desiring to be heard before they present 
_— on the morning of the day set. Frank C. Stratton, 
advi of the Commission’s section of dockets, should receive 
i ce at an early date but not less than 10 days before the 
ay set, of the selection of counsel and the time desired.” 


Proposed Reports in I. C. C. Cases 
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Admitting the continuance of the depression in agriculture 
in some degree, the examiners said the question remained 
whether the rates were reasonable and just, properly related 
to rates on other traffic, would permit the free movement of 
traffic and were the lowest possible rates consistent with an 
adequate transportation service. They said the answer to 
that would have to take into consideration not only the usual 
comparisons “but also whether the general level of rates on 
all traffic as a whole is sufficiently high to accord to carriers 
the rate of return contemplated by law, including section 15a 
of the interstate commerce act which the Commission construes 
to permit, but not to guarantee, the carriers to earn a maximum 
of 5.75 per cent on the fair value of the property devoted to 
the transportation service.” 

In connection with that they put in the figures submitted 
by the carriers showing that in the western district they had 
never come near the 5.75 per cent return. In 1921 the return 
was 3.12 per cent and in 1928, 4.36 per cent, the highest point, 
4.45 per cent, having been reached in 1926. 

As to the revenue effect of a reduction in rates, the exam- 
iners said it was estimated that the total revenues from grain 
and grain products in the western district in 1927 were $178,- 
850,928, or 10.15 per cent of the aggregate freight revenues. 
A 10 per cent reduction, on grain and grain products, they said, 
therefore would mean a reduction in revenues of $17,885,093 
or 1.02 per cent of the freight revenues and 4.47 per cent of 
net railway operating income. 


It is the opinion of the examiners that the restoration of 
the rate break system of making rates, which prevailed prior 
to the issuance of General Order No. 28 by the Railroad Admin- 
istration in June, 1928, would bring about a more satisfactory 
situation. Under such a system all grain rates, over direct 
routes, would be flat rates to the markets and proportional rates 
beyond. Recognizing that that system would not be workable 
at all points, the examiners recommend exceptions, in the 
form of what are known as overhead rates through the markets 
with transit privileges in connection with such rates for applica- 
tion over indirect routes, such exceptions, however, to be estab- 
lished only on specific permission from the Commission. 


They are, however, not wedded to that system. They sug- 
gest that joint rates can be made on the mileage basis with the 
transit privilege attached. Under such a system the amount 
to be paid from the transit point would be the part of the 
through rate not paid to the transit point. That remainder is 
known as the transit balance. At present there is a mixture of 
the rate-break and miileage systems. At rate-breaking points the 
outbound carriers have established proportionals for the re- 
mainder of the haul to final destination. Owing to the exist- 
ence of the two systems there is a constant balancing, one 
against the other, of transit balances and proportionals in which 
the paid inbound freight bills represent the things compared 
to determine which is the lower. 


The examiners would like to do away with that feature of 
the present system of rates. 

Flat rates into markets, the examiners said, were now quite 
generally made with relation to mileage subject to considerable 
groupings of origin and destination. Mileage scales, they 
pointed out, were prescribed by the Commission for use in the 
southwest. The carriers themselves, they said, were using mile- 
age scales, subject to groupings, to correct inequalities. There- 
fore they recommended a mileage yardstick to be used for 
measuring rates between specific points or groups, using average 
mileages in the latter instances. 


“To that extent a mileage scale is recommended at this 
time,” say the examiners. “Further consideration may be given 
upon oral argument as to whether a strict mileage scale should 
be employed.” 


For that limited use they recommended but one scale for the 
whole western district. They said the carriers madebut little dif- 
ferentiation in the grain rates in th edifferent parts of the dis- 
trict. Export rates, in California, they pointed out, were on a 
basis comparable with western trunk line rates. They said that if 
conditions in the mountain-Pacific group, or parts thereof, 
seemed to require a higher basis of rates than the district gen- 
erally, there might be one scale for that group and another for 
the remainder of the district. 

They suggested as the proper yardstick scale the one pre- 
scribed by the Commission in Oklahoma Corporation Com- 
mission vs. A. & S. 101 I. C. C. 116, called the 12244 scale, that 
having been the formal docket number of the complaint, ex- 
tended to 1,500 miles with a rate of 54.5 cents. At present the 
scale begins to flatten out at 500 miles. The proposed scale 
would not begin flattening until 1,500 miles had been reached. 
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The lifted scale, however, the examiners said, should not be 
used for measuring purposes, but only 90 per cent of it. 

Some of the effects of the application of the suggested scale 
have hereinbefore been set forth. The figures herein given are 
for single-line hauls. The examiners said that the question of 
figuring mileages, rates for joint-line hauls and possible minor 
groupings should be the subject of suggestion in exceptions and 
on oral argument. The question as to whether the scale should 
be increased or reduced, they said, should also be left for fur- 
ther consideration in exceptions and oral argument. 

The examiners followed their suggestions about the use 
of a scale as a yardstick, with a discussion as to the meaning 
of the Hoch-Smith resolution. They said: 


The foregoing suggestions are made upon the assumption that, 
under the resolution, the relation of rates is of an importance second 
only, if at all, to that of their general] level, and that rates in some 
localities would be lifted to the level of a reasonable general scale, 
in a cooperative effort of all localities to achieve an adjustment equi- 
table for the territory as a whloe, and permitting all producing sec- 
tions, especially the farther distant ones in the more sparsely ton- 
naged districts, to market their grain in competition with other pro- 
ducers. If this is not to be the ultimate aim of the resolution, and 
each localized section is to be permitted to hold on to rates, resulting 
from the meeting of Canadian or carrier competition or the requtre- 
ments of state authorities, lower than from neighboring and com- 
peting communities, then the rates from North Dakota, Kansas, Iowa, 
and other states might continue to be lower than from other producing 
sections, and there might be numerous bases of rates in various 
parts of the western district. But there would not be, in that event, 
any progress toward a general rate adjustment, from all grain-pro- 
ducing territories, to common markets designed to give all producing 
sections that reasonable chance to market their grain which the 
resolution would seem to contemplate. 


In a discussion of the present adjustment, which they said 
was fairly satisfactory, the examiners suggested that the general 
inquiry into rates on grain and grain products, apparently re- 
quired by the Hoch-Smith resolution, might be regarded as un- 
fortunate by some communities. In the absence of a general 
revision, they suggested, there would be nothing to focus atten- 
tion upon the low spots in the general rate structure. 

“However, the Commission is charged with the administra- 
tion of the law,” say Mackley and Hall, “and not with its mak- 
ing, and it now has squarely presented to it, by the resolution, 
the propriety of the method of construction, and general level, 
of the present rates throughout the western district as a whole, 
including relative adjustments in its various localities.” 

The examiners found sharp differences of opinion as to 
the proper method of rate making. They illustrated the sharp 
differences by calling attention to disagreement between the 
commissions of Kansas and Nebraska, two great wheat pro- 
ducing states. The Nebraska commission favored overhead 
mileage rates through the markets. The Kansas commission 
favored the rate-break system as the “best, most natural, logi- 
cal and practical plan.” The Farmers’ National Grain Dealers’ 
Association and the Farmers’ Elevator Association of Nebraska, 
the examiners said, shared the views of the Kansas commission. 

The examiners treated many local situations and adjust- 
ments in a general way, all having been joined with the general 
investigation on account of their bearing upon the fundamental 
issues raised by the Hoch-Smith resolution as construed by the 
Commission. 


BENTON ON HOCH-SMITH GRAIN 


If the recommendation of Examiners Mackley and Hall in 
their proposed report in No. 17000, part 7, grain and grain prod- 
ucts within the western district and for export, against a re- 
duction in the general level of rates on grain and grain prod- 
ucts, “shall become the decision of the Commission, it will 
signify, I apprehend, that the attempt of Congress, through the 
Hoch-Smith resolution, to secure reduction in the rates on farm 
products, has failed,’ says John E. Benton, general solicitor 
of the National Association of Railroad and Utilities Commis- 
sioners, in a bulletin to members. 

“The impediment is one which will exist equally as to 
reductions affecting all other farm products,” he continues. 
“It is the failure of the carriers to receive the section 15-a 
return.” 

Mr. Benton says it is impossible to read the report and not 
sense the fact that “it proposes an about-face on the Commis- 
sion’s part from the position it has heretofore taken in cases 
which called for the incidental application of the Hoch-Smith 
resolution.” He points out that the Commission, in the North- 
western grain rate case, 122 I. C. C. 235, refused to permit 
advances in grain rates, saying that under the resolution agri- 
cultural products affected by depression were included in the 
class of most favored commodities. 

“There is nothing in this report of that character,” says he. 
“That decision is recommended to be reversed and the rates 
permitted to be raised. In its proposed application the Hoch- 
Smith resolution would be treated merely as a mandate to 
remove discriminations. For the carrying out of that mandate 
the report makes important recommendations which would give 
substantial reductions to some sections and impose substantial 
advances in others.” 
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Mr. Benton says “a somewhat amusing feature of the 

is what it contains for the consolation of those whose rates 
be raised if the scale proposed shall be adopted.” The hn 
ence is to that part of the report where it is stated that », 
general inquiry into rate levels and relations, apparently 
quired by the resolution, might be regarded as unfortunate 
some communities whose rates had not been the Subject 
complaint, but which would be disturbed under the pro 
findings as to increases if the findings were adopted DY thy 
Commission. 


WHO BEARS THE FREIGHT RATES) 


A discussion of who bears the freight rate is Contained jy 
an appendix to the proposed report in No. 17000, Hoch Smit, 
grain investigation. It was prepared by Dr. C. §, Morgay 
an economist on the staff of the Commission. 

With continuance of the present buyer’s market in ty 
wheat producing industry, it will be difficult for America 
farmers to retain any advantage they might obtain from, 
general rate reduction, according to Dr. Morgan. 

Prefacing his discussion with the statement that there wy, 
much in the record in the grain case as to whether or Lot 
the farmer would derive benefit from a reduction of trangpo,. 
tation charges, Dr. Morgan said phases of that question wou 
be discussed. 

“There are striking and persistent differences of opinio 
as to how transportation charges enter into the prices whig 
producers receive for their grain,” said he. “With equal finality 
it is urged that the farmer pays and bears the freight charg 
on his products and therefore stands to gain from a reduetig 
of them, and that the consumer pays the freight and woul 
be the sole beneficiary of a reduction. 

“In considerable part this conflict of opinion results frop 
the belief that there is a single answer to the problem, valij 
under all conditions, and from a failure to distinguish clearly 
between its immediate and its long-run aspects. The presen 
discussion is addressed primarily to the short-run effects of 
a possible general reduction of rates. It does not embrace, 
consideration of the effects of changes in particular rates o 
of certain existing rate relationships about which much wa 
said in the course of the hearings.” 


Dr. Morgan said his discussion was principally in terms of 
wheat, and that the basic fact with respect to that commodity 
was the constant increase in the volume of production com 
pared with the lagging of consumption. He said the per capit: 
consumption of flour in the United States was said to har 
declined 21 per cent from 1904 to 1923, and that, on the othe 
hand, world production of wheat showed large increases ani 
potentialities for future expansion. In the United States, 
continued, new areas, some previously considered unsuited for 
crop production, were now being devoted to the raising of wheat. 


Consumer Usually Pays Charges 


“It will be helpful at the outset,” said he, “to call atter 
tion to certain basic economic propositions. The first of thes 
is that, normally, the consumer of any commodity pays the 
transportation charges as well as any other costs incurred il 
making the commodity available for his use. Thus, the buye 
of a motor car understands that in the price he pays is a 
amount intended to cover the transportation expense on both 
the delivered car and on the raw materials that have enter 
into it. This is not to say that the automobile manufacture 
is not interested in freight rates, for his sales may be affects 
by changes in both the level and the relationship of rate 
No different in principle is the case of bread, in whose prit 
there is covered the cost of transporting first the wheat atl 
then the flour. However, just as at times it is possible 
purchase manufactured articles at prices which are not fill 
remunerative of the costs incurred in their production all 
delivery, so the consumer of agricultural products may unde 
some conditions secure them at prices which do not fill 
compensate for the costs they represent, including transport 
tion costs.” 

Continuing, Dr. Morgan said: 


The second proposition is closely related to the first. If pt 
ducers are not fully remunerated for the costs they incur, they 
to go out of business, thus diminishing the supply and causing price 
to rise to a remunerative level. 

Third, adjustments of supply to selling price are more difficult 
to make in agriculture than in most lines of industry. The result 
is that the processes sketched are less clear cut than they are it 
manufacturing and other lines of business. For one thing, costt 
in agriculture are generally undetermined and so do not furnisd 
the basis for immediate adjustments, and large differences occur 
the costs of individual producers. These are attributable in 
differences in the capacities of farmers and in part to different 
in the lands which they use. The latter differences tend, howevé 
to be equalized through adjustments of the values, or, what 
same thing, the rents of lands. Lands whose productivity is lo¥ 
or whose products must move under higher transportation ch 
than those of other equally productive lands command a lower 
Land values similarly tend to reflect differences in taxes 9 


interest rates. 
Short-Run Effects 
The foregoing propositions have had to do primarily with the long 
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incidence of rates. Attention may now be called 
run aspects 0% boron having more of a short-run application. 
to a few on once planted is, for all practical purposes, beyond 
First, aes’ control. This is true of any part of the world’s 
the producent the entire supply. Adjustments of supply can not be 
supply > tees than yearly intervals. ; 
made @ d, the value of a particular crop depends upon the prices 
_—— mers, competing with one another, put on the different 
which it until the entire supply is removed from the market. 
4, a change in transportation charges does not work any 
bo ‘2 the value of the crop to consumers. 
change turning to the application of these propositions, indica- 
—— given of the part which the marketing process plays in 
9 ore | of grains. The grain merchant stands between the pro- 
the Drie athe consumer and reflects the forces at work on each. He 
oe ath a mind always to where he can sell. Marketing is there- 
bays be a series of disjointed steps; all parts of it are bound together 
= Thi hly developed marketing mechanism and by sensitive instru- 
Dy Me eommunication, and present and future are constantly re- 
by means of several types of marketing specialists. The belief, 
lated yi by many, that farmers are concerned with the freight rate 
a imary markets but not beyond is clearly without foundation. 
5s of the market are not, however, always clear. Market 
is complex and ever-changing. Too many forces are at work 
rmit of simple analysis, and differences in grades of grain, sea- 
3 al variations in the sources of supply, and constant fluctuations 
“_ demand for particular varieties of grain add many complica- 
- 7 To all divergencies of this character the market mechanism 
pe ee itself as effectively as possible. 
These, then, are the long-run and the short-run forces and proc- 
at work in the pricing of grain. There are a few opportunities 
ret under controlled conditions the effects of a change in trans- 
portation charges. The possible effects of a general reduction of 
rail rates may, however, be traced along the following lines. 


Relation of Rates to Demand 


of a given year’s crop of a grain is well known in 
pa i seusiies on the market. Grain buyers, including 
millers and importers’ agents, gauge on this basis the time of pur- 
chase and the price they will pay from time to time for such grain 
as they require to meet the users’ needs. Their calculations are 
generally made under highly competitive conditions. Each buys with 
a view to what he can sell for; in fact, in both milling and ex- 
porting the price which can be secured is commonly known tn 
advance of the purchase of the grain. The accumulation of supplies 
during the season of heavy movement of grain is also with a view 
to what the future course of prices will be. Demand at any time 
therefore registers the maximum price which users are willing to 
pay or which those prepared to carry the grain are willing to give 
for it in view of the anticipated price at subsequent periods. As- 
suming, aS is necessary in the present @scussion, that the grain 
at the time of the rate change is still in the hands of the producers, 
the supply is practically fixed and ready to move onto the market 
under the rates previously prevailing. _ Farmers are not equipped or 
financially able, as a rule, to hold their grain. A reduction tn rates 
would therefore affect neither the supply nor the maximum price 
which takers are willing to pay. Barring extraneous forces, all the 
price-making factors would remain unchanged except for the reduc- 
tion of rates. The reduction therefore creates a fund on which buyers 
or sellers can draw. Where the benefit of the reduction would go, 
leaving out the purely momentary effects of changes in rates on 
supplies in the hands of dealers which were purchased before the 
change of rates, would depend on the relative bargaining position 
of buyers and sellers. The latter, already parting freely with a 
supply over which they have little control, are for the most part 
passive rather than active factors. Where the reduction tn rates 
will go will therefore depend on the state of the demand, or, in other 
words, on how keenly buyers feel one another’s competition in pro- 
curing the supplies they need. 


Buyers Seek Rate Cut Benefits 


Buyers quickly take cognizance of reductions in transportation 
charges. Seeking always the cheapest market, they look with in- 
creased interest to a section or country where rates have been 
lowered, just as they tend to look elsewhere for supplies if rates, or 
any of the elements of cost to them, are increased. The means of 
transmitting these influences are the grain dealers, who, of course, 
buy in competition with other buyers and sell in competition with 
other sellers. Their interest is solely in volume of sales and for the 
most part they work for and achieve a fixed return per bushel re- 
gardless of the price, though at times they may reduce their com- 
mission to get business or miscalculate as what they should pay. 
The degree of activity of the demand is reflected in the calculations 
of the grain dealers. 

Assuming, then, a general reduction of grain rates in the west- 
ern district, the great surplus grain producing section of the United 
States, buyers would turn to what they would look upon as po- 
tentially a cheaper supply of grain. They would set out to obtain, 
for themselves so much as possible of the benefit of the reduction. 
If their competition was already keen and under the changed con- 
dition became even more intense, the previous maximum price, 
which represented an equilibrium of the price-making forces prior 
to the rate reduction,*would remain unchanged. With a lower freight 
rate used in calculating the local price, the producer would net a 
larger return per bushel than he did before. But if the demand is 
lagging in the sense that supply is redundant and buyers can not in- 
uce users or accumulators to bid actively at the time for supplies, 
purchasers will tend to bid the local buyer on a lower basis and in 
turn force the producer to accept a price which will net him ap- 
proximately the same return per bushel that he enjoyed before the 
Tate reduction. Equilibrium would be restored but on a lower price 
basis, which would reflect the benefit of the reduction to the pur- 
chaser. The process is not, of course, a clearcut one. Differences 
n local bargaining ability and many other factors may obscure the 
results, and changes in the demand for grain independent of the 


fate reduction are certain to work obscuring changes in the price 
the farmer receives, 


Farmer Would Share Reduction 


Who would receive the benefit of a general reduction of trans- 
portation charges is, then, somewhat problematical. Much depends 
th the condition of supply at the time, or, what is much the same 

ing, on the activity of buying demand for grain in the aggregate 
th for particular grades. Pertinent considerations at this time are 
- fact of general oversupply of wheat, to which the contribution 
the United States is large, and the fact that in most recent years 
ro exports, whether as wheat or as flour, have gone out on a dis- 
uae basis. Foreign buyers, who have come to expect the lower 
pe a ties of wheat from’ this country, are quick to take whatever 

Vantage they can command in securing their requirements at the 
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lowest possible cost. Unless competition forced them to bid very 
actively, they would be likely to succeed in securing a benefit from 
the reduction of rates. A more rapid movement of the export sur- 
plus might, on the other hand, have a stimulating effect on the 
pitce of the remaining supplies. These generally represent about 
three-fourths of the domestic production. The most that can be said 
at this time is that the benefits of the reduction might be shared 
rather than go in their entirety to either buyers or sellers. 


Buyers’ Market vs. Rates 


But, it may be urged, this analysis is limtted to a single year’s 
crop. What of the crop of the succeeding year? The answer is not 
materially different. Since farmers were willing to bring on the 
market a certain quantity of grain under the former scale of rates, 
they would’ not bring on a smaller crop tn the following year and, 
in fact, if they had benefited or thought there was a prospect of 
benefiting from the rate reduction, they would be inclined to bring 
a larger supply on the market. But they could reap the advantage 
of the reduced rates only by checking the supply. Control of this 
kind is practically impossible, partly because of the competition of 
foreign supplies in the world market and partly because of the pro- 
pensities of the individual farmer to maximize the production of what 
appears to be a profitable crop and of the difficulties of curtailing 
production even when conditions are unfavorable. Also, the pres- 
ence in this country of newer regtons where costs under large-scale 
operation with modern machinery are lower means a continued 
addition to supply regardless of the condition of the older regions. 
So far as the next few years are concerned, barring unexpected 
changes in the condition of supply in other producing countres, the 
present buyers’ market is likely to continue. It will be difficult, there- 
fore, for the American farmers to retain any advantage they might 
secure from a general rate reduction. 

This discussion has been directed to a general region where the 
bulk of the surplus of grain is produced. Small areas within this 
great region might obtain the benefit of reduced rates accorded them 
and not to others, because the play of competition would not be fully 


‘directed upon them. 


International Aspects 


A few words may be said about the longer run effects of a change 
in rate levels. If rates are advanced and are assumed to work a 
temporary reductton in the profitableness of grain agriculture, sup- 
ply will tend to be drawn in and prive will rise, barring changes in 
foreign supplies. On the other hand, a reduction of rates, if it 
tended to stimulate supply, would cause a lowering of price. In both 
cases the consumer rather than the producer is the one prtmarily 
affected. But changes in rate relationships do have important long- 
run effects on the position of farmers through affecting the net 
earning power and therefore the value of lands. Land values will 
in the course of time adjust themselves to such changes. The pro- 
cess of adjustment has its costs, however, in those cases where 
present owners must witness a reduction tn the value of lands whose 
products, compared with those of other lands, are required to pay 
added transportation charges, and its benefits when a differential 
advantage in rates is created. 

This principle has international application. The producers of 
one country in competing with those of others will feel the benefit 
of a rate reduction, as a long-run proposition, only if rates else- 
where are held up; likewise, an tncrease of rates in one country 
is considerably mitigated in its effects if rates in competing countries 
also are advanced. Nothing of record would warrant an opinion as 
to whether a reduction of export gratn rates at this time would be 
met by similar action in competing countries. 

No attempt will be made here to estimate what, in dollars and 
cents, the farmer would be ahead in the event grain rates were 
reduced and all the reduction were assumed to inure to the farm- 
er’s benefit. Attention may be called to the fact that the farmer is 
a consumer of many commodities which he does not produce, though 
he is very much more self-sustaining than any other class of society 
and therefore is less affected by changes in inbound rtaes. 


Grain Agriculture Improved 


In a summary of the evidence relating to the economic 
condition of the grain farmer, Dr. Morgan discussed return from 
farming operations, the purchasing power of the farmer’s dollar, 
the purchasing power of agricultural income, the value of land 
and other farm capital, land sales, farm indebtedness, farm 
bankruptcies and foreclosures of farm properties, farm main- 
tenance and sales of farm equipment, home conveniences and 
standards of living, farm population, farm tenancy, more efficient 
farming and increased diversification, and banking evidence. 

“The foregoing review of the evidence,” it is stated in the 
conclusions of the appendix, “indicates that the last five or 
six years have been a period of substantial improvement in the 
condition of grain agriculture. The industry has not been able, 
however, to hold all the gains it has made in recent years and 
is still in a somewhat depressed condition. Without having 
regained a normal earning power, it has to carry a considerably 
greater than normal burden of indebtedness and to maintain, 
along with other classes of American society, a standard of 
living which has risen in considerable measure in the last 
decade or so.” 

The depressant factors in grain agriculture today are re- 
dundant supplies and heavy farm indebtedness, according to the 
appendix. 

“No finding of the existence of depression should be made 
as to the areas of expanding wheat production in the United 
States,” it is stated. 


EASTERN SEWER PIPE BASIS 


Ninety per cent of sixth class has been recommended as the 
basis of rates on vitrified clay sewer pipe and wall coping in 
the eastern territory, by Attorney-Examiner Frank E. Mullen 
in I. and S. No. 3000, cancellation of commodity rates on sewer 
pipe in central freight association territory, I. and S. No. 3059, 
sewer pipe and wall coping from various Pennsylvania points 
to New England and eastern trunk line territories, and No. 19886, 
Graff-Kittanning Clay Products Co. vs. Atlantic City Railroad 
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et al. Sewer pipe is rated sixth class in the eastern territory 
on a 26,000 pound minimum, subject to Rule 34. Wall coping 
is also sixth class, on a minimum of 30,000 pounds. 

There is no consistency in the present rates, says the report. 
Some are sixth class, but many are less than sixth class. State 
rates in Ohio, Indiana and Michigan are percentages of sixth, 
75 per cent in Ohio, 80 per cent in Indiana and 85 per cent in 
Michigan. On account of proceedings in or relating to the ad- 
justment in Pennsylvania, Ohio and Indiana, representatives of 
the commissions of those states held a joint hearing on the 
subject with Mr. Mullen. The examiner said that all of the 
proceedings covered by his report arose from the present struc- 
ture of rates from producing points in Ohio, Indiana and western 
Pennsylvania to points within those states, intrastate; and inter- 
state, from the producing points to destinations in central 
territory; from central territory to destinations in eastern trunk 
line territory and from points in western Pennsylvania to des- 
tinations in eastern trunk line and New England territories. 

As a substitute for the admittedly unsatisfactory condition 
of the rate structure, the carriers, in schedules suspended in the 
title case, proposed to establish sixth class rates from all points, 
except from some points in Indiana to déstinations in a limited 
district in Illinois. About two-thirds of Mullen’s report is 
devoted to that part of the combined cases. The other part 
of the combined cases was created by the formal complaint 
which alleged that the rates from Craigsville, Pa., a point on 
the Buffalo, Rochester & Pittsburgh, to eastern trunk line and 
New England territories, except points on the originating road, 
were unreasonable and unduly prejudicial and that the lower 
rates from Brockway, St. Mary’s, Clearfield and Patton, Pa., 
known as the Clearfield district, were unduly preferential of the 
Clearfield district points. 

Mullen, in closing his discussion of the issues presented 
by I. and S. No. 3000, said the record showed that rates based 
on percentages of sixth class, from 75 to 85 per cent thereof, 
were too low. But he said the Commission should find that the 
carriers had not justified their proposal to bring them up to 
sixth class. He said it should find that the applicable interstate 
rates, from and to points in central territory and from points 
in that territory to destinations in eastern trunk line territory 
were and for the future would be unreasonable to the extent 
they exceeded or might exceed 90 per cent of sixth class. 


A finding of non-justification was recommended in respect 
of the schedules suspended in I. and S. No. 3059 in which the 
carriers proposed to raise the rates from the Clearfield district 
to satisfy the complaint about rates from Craigsville. The 
examiner said that rates from Craigsville and from points in the 
Clearfield district should be made 90 per cent of sixth class. 
He said the order establishing rates on the basis recommended 
should be without prejudice to whatever findings might be made 
in respect of sixth class rates in the eastern class rate investi- 
gation, No. 15879. Mullen also said that rates less than 90 
per cent of sixth class were too low and that increases in them 
were justified. 


CANTON R. R. DIVISIONS 


A recommendation for the prescription of just, reasonable 
and equitable divisions or allowances for switching and for 
loading and unloading to be received by the Canton Railroad 
Company out of jont rates on traffic originating or delivered 
thereon has been made by Attorney-Examiner George M. Curtis 
in a proposed report in No. 20253, Canton Railroad Co. vs. Ann 
Arbor et al. 

Complainant is a common carrier corporation and operates 
a switching, belt, and terminal railroad, including piers and 
warehouses, in Canton on the Baltimore, Md., water front. 
It has rail connections with the Pennsylvania, Baltimore & 
Ohio, and the Western Maryland fer the interchange of cars 
— freight to and from its piers and industrial plants on its 
rails. 

Attorney-Examiner Curtis said in his conclusions the evi- 
dence of record amply supported the conclusion that complain- 
ant and the defendants, the Pennsylvania, the Baltimore & Ohio, 
and the Western Maryland, were efficiently operated and that 
increased switching and handling allowances or divisions of 
existing joint rates to complainant were necessary to maintain 
it in effective operation. He said the proportion of the joint 
rates remaining to complainant’s immediate connections were 
not only more than adequate to avoid confiscation but were 
just, reasonable and equitable. He said the allowances or 
divisions assailed were plainly unjust, unreasonable and in- 
equitable and would be so for the future. Continuing, he said: 


The evidence of record also indicates that about 2,000,000 net tons 


of freight are annually interchanged on the basis of the joint rates, 
for which the main connecting-line defendants made switching allow- 
ances of about 25 cents. The annual switching revenue of the Canton 
based on the present divisions is approximately $80,000. The allow- 
ances sought average about 40 cents, or about 60 per cent more than 
is now accorded complainant. In view of all the facts and circum- 
stances a switching allowance or division of 50 per cent in excess of 
the existing allowances or divisions for switching under the present 
applicable joint rates is just, reasonable, and equitable for the 
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future. Complainant should look to other sources of revenue to 
its operating expenses, taxes, and a fair return on the value Of {ts 
property devoted to transportation. 

The evidence supports the conclusion that the present allo ces 
or divisions of applicable joint rates on traffic interchanged between 
the Canton and the three connecting rail-line defendants for Jo; 
and unloading freight at the Colgate warehouses on the Canton 
unjust, unreasonable, and inequitable to the extent that they are legs 
than 35 cents per net ton, or the amount accorded to other w 
houses on the lines of such defendants in Baltimore, provided that 
unjust discrimination and undue prejudice is not created sych 
was condemned in McCormick Warehouse Co. vs. Pennsylvania R, Co, 


148 I. C, C. 299,). 

, Subject to the conclusions herein, the Commission should find 
that the allowance or dicisions assailed are and for the future yi} 
be unjust, unreasonable, and inequitable to the extent that the Present 
switching allowance accorded by the Pennsylvania Railroad Company 
the Batlimore & Ohio Railroad Company, and the Western Maryland 
Railway Company out of applicable joint rates from or to points op 
the Canton Railroad, on the one hand, and to or from stations on the 
lines of defendants east of Chicago, Peorta and East St. Louis, fll, 
and other Mississippi River gateways on the other hand, are leg 
than 50 per cent in excess thereof. The Commission should further 
find that the labor allowances out of the joint rates described for 
loading and unloading freight at the Colgate warehouses on the Can. 
ton Railroad are and for the future will be unjust, unreasonable, 
and inequitable to the extent that it is less than 35 cents per net ton, 


PETROLEUM DIVISIONS UNJUST 


Attorney-Examiner W. A. Disque, in No. 19645, Atchison, 
Topeka & Santa Fe et al. vs. Baltimore & Ohio et al., has ree. 
ommended that the Commission find unjust, unreasonable and 
inequitable the divisions accruing to the complaining south. 
western lines out of joint rates on petroleum and its products 
from points in Arkansas, Louisiana, Oklahoma and Texas to 
destinations in Indiana. The joint rates which the Commission 
was asked to divide between the lines east and west of the 
Mississippi River were those prescribed by it in its second 
report in Indiana State Chamber of Commerce vs. Santa Fe, 
112 I. C. C. 481. 

The division case arose out of the fact that in that case 
the Commission prescribed joint rates to take the place of the 
combinations that had generally been in effect theretofore. The 
southwestern lines, prior to that time, published proportionals 
to Mississippi east-bank points, chiefly East St. Louis. A few 
combinations of locals based on Chicago were in effect. The 
carriers could not agree upon the divisions, hence this com 
plaint by the Santa Fe and its associates. Disque said that 
about two-thirds of the traffic was delivered by the complainants 
at East St. Louis and the other third at Chicago or other june. 
tions east of the river. The principal question, Disque said, 
was as to what divisions complainants should have to East St. 
Louis. 

Disque proposes to establish the divisions in accordance 
with the rules to be laid down in Divisions of Freight Rates, 
148 I. C. C. 457, in which a petition for rehearing is pending. 
Specifically, he said, the record established that the divisions 
were, are and would be, unjust, unreasonable and inequitable, in, 
where, and to the extent, that complainants received, receive 
or may receive to East St. Louis divisions different from those 
they would receive out of the prescribed rates from the same 
points of origin to Chicago on the basis ultimately to be applied 
in conformity with the divisions case mentioned, subject to the 
complainants’ proportionals as maxima. 

Further Disque said the Commission should find that the 
divisions were unjust, etc., in, where, and to the extent, that 
complainants received, receive or may receive, to the east-bank 
crossing points north of East St. Louis divisions different from 
those they would receive to East St. Louis on the divisions 
case basis, the proportions east of the upper crossings to be 
divided on present agreed percentages after deducting for the 
defendants from those proportions the amounts by which the 
rates to the Indiana destinations exceed those prescribed from 
the same points of origin to Chicago. 


IRON FABRICATION ROUTE ‘CASE 


On the ground that the decision of the Supreme Court of 
the United States in the Subiaco case, United States vs. Mis 
souri Pacific et al., 73 L. Ed. (Adv.), 49 S. C. 133, makes im 
possible the establishment of the through routes requested by 
the complainants, Examiner R. G. Taylor has recommended the 
dismissal of No. 20687, Phillips Petroleum Co. vs. Santa Fe 
et al., and No. 21250, American Steel Derrick Co. et al. vs. Same. 

The complaints alleged unreasonableness in the rates 0 
structural iron and steel, from points in Missouri, Wisconsil, 
Illinois, Indiana, Ohio, Pennsylvania, New York, Tennessee and 
Alabama, fabricated in transit at Muskogee, Okla., and reshipped 
to destinations in Texas located on the Panhandle & Santa 
in Texas. The Commission, in addition to being asked to find 
the rates unreasonable, was asked to establish through routes 
and joint rates for the future and award reparation. The desifé 
of the complainants who intervened in each other’s case Wa 
to have the inbound traffic routed so that they might fabricate 
in transit at Muskogee for delivery on the Santa Fe system 
Texas. The Santa Fe said that to accord transit at Muskoge 
in the manner desired would require it to discriminate @ 


Vol. XXLIII, No, yy 






san 
des 
chu 
an 

bee 
Bre 
sho 
den 


in: 
por 
whi 
am 
hau 
out 
for 


me! 
ser 


Ex 
Pai 
the 
$50 


Int 


mo 
hay 


et : 


clas 


et | 


Mic 











ae 


-— Serr aaewnr a 


SV = ae OP EE ee 


— 


wisa, @ point on its line, to give the privilege to Muskogee, 
ae py other carriers. 

Examiner Taylor said the Commission should find that 

e was some misrouting and direct refund in such instances. 
ag it should find that the evidence presented was not 
a uasive that the allegations of unreasonableness had been 
re pinod that the rates were and are not unreasonable and 
that it was without authority to require the establishment of 


the routes desired. 


LIGHT RAIL RELATIONSHIP 

Examiner F. D. Binkley, in No. 21046, Buckeye Rolling Mill 
Co. vs. Baltimore & Ohio et al. has recommended that the 
Commission find rates on light iron and steel rails, from New- 
ark, O., to points in Kentucky, Virginia, West Virginia, Mary- 
land and Pennsylvania not unreasonable or unduly prejudicial, 
except to points in West Virginia and to Oakland and Cum- 
berland, Md. He said the rates to points in West Virginia on 
the Baltimore & Ohio, Western Maryland and Chesapeake & 
Ohio and to the two points in Maryland mentioned should be 
found unduly prejudicial to the complainant and unduly pref- 
erential of the complainant’s competitors at Huntington, W. Va., 
to the extent the rates assailed were relatively higher than 
the rates from Huntington to the same points. The examiner 
said the undue prejudice should be removed by the establish- 
ment of rates from Newark and Huntington to the points 
involved which bore the same relationship to the contempo- 
raneous sixth class rates from and to the same points. 


MILEAGE SCALE ON SAND 

A proposal to make rates on foundry, blast, and molding 
sands, from points in New York and New Jersey to interstate 
destinations in Connecticut, New York, Rhode Island and Massa- 
chusetts, based on a mileage scale, plus 70 cents per ton as 
an arbitrary for hauls involving car-float or lighterage, has 
been made by Examiner Lewis L. Prout in No. 20733, Abendroth 
Brothers et al. vs. Boston & Albany et al. He says the rates 
should be found unreasonable for the future and reparation 
denied. 

About seventeen origin points in New York and thirteen 
in New Jersey are covered by the complaint and interventions. 
Typical points of destination are Port Chester, N. Y., Bridge- 
port and New Haven, Conn., Westfield and Framingham, Mass., 
while Perth Amboy, N. J., and Saratoga Springs, N. Y., are 
among the origin points. 

The scale proposed begins with a rate of $1.45 per ton for 
hauls not exceeding 60 miles but more than 40, goes to $1.75 
at 100 miles, $2.35 at 200 miles, $2.95 at 300 miles and runs 
out at 350 miles with a rate of $3.25. These rates are to be 
for the rail haul over the short-line routes with the arbitrary 
mentioned to be added for hauls involving car-float or lighterage 
service in the New York harbor district. 


PROPOSED REPORTS 


Grapes 
No. 21586, Ciresi Fruit Co. et al vs. C. & N. W. et al. 
Examiner Arnold C. Hansen. Rate charged on grapes, Paw 
Paw, Mich., to St. Paul, Minn., applicable but unreasonable to 
the extent it exceeded 112 cents. Reparation amounting to 
$50.10, with interest, proposed. - 


Wrought Pipe and Scrap 

No. 21365, Shreveport Chamber of Commerce on behalf of 
8. Bender Iron and Supply Co. vs. Kansas City Southern et al. 
Examiner L. H. Dishman. Dismissal proposed. Rates on second- 
hand wrought-iron pipe and scrap iron, Port Arthur, Tex., to 
Shreveport, La., not unreasonable, unduly prejudicial or in- 
applicable. 

Auto Bumpers 

No. 21477, Shreveport Chamber of Commerce on behalf of 
Interstate Electric Railway Co. vs. Wabash et al. Examiner 
W. A Hill. Dismissal proposed. Rate on two carloads of auto- 
mobile bumpers, Chicago, Ill., to Shreveport, La., not shown to 
have been unreasonable. 


Table Slides 
No. 21640, Jefferson Wood Working Co., Inc., vs. A. C. & Y. 
etal. Examiner H. L. Main. Dismissal proposed. Carload and 
L. C. L. ratings on table slides, in official, southern and western 
Classifications, not unreasonable or otherwise unlawful. 


Crude Graphite 


No. 21419, United States Graphite Co. vs. Canadian Pacific 
etal. Examiner L. H. Dishman. Dismissal proposed. Rate on 
crude graphite, carloads, in bags, Calabogie, Ont., to Saginaw, 
Mich., not unreasonable. 


Wrought Pipe 


No. 20267, Brown Roberts Hardware & Supply Co., Ltd., vs. 
B. & O. et al. Examiner R. G. Taylor. Dismissal proposed. 
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Rate on wrought iron pipe, Benwood Works (Wheeling), W. 
Va., to Alexandria, La., not unreasonable or otherwise unlawful. 
Report embraces two sub-numbers, Same vs. Same. 


Iron, Coal, Lumber, Etc. 


No. 12596, Pressed Steel Car Co. vs. Director-General, Bal- 
timore & Ohio et al. Examiner Mattson. Dismissal proposed. 
Upon further hearing finding that rates to and from points of 
unloading and loading at complainant’s plants at McKee’s Rocks 
and Allegheny, Pa., on iron, coal, lumber, machinery and other 
commodities; were not unreasonable, recommended for affirma- 
tion. Former reports, 93 I. C. C. 224 and 109 I. C. C. 75. 


Dry Fish Scrap 


No. 21610, Olds & Whipple, Inc., vs. Norfolk Southern et al. 
Examiner Lawrence Satterfield. Rates on dry fish scrap, More- 
head City, N. C., to East Hartford, Conn., unreasonable to the 
extent they exceeded $7.70 per net ton, subsequently applied. 
Reparation recommended. 


Manure 


No. 21628, M. H. Luten vs. Central of Georgia et al. Ex- 
aminer G. O. Basham. Rates on manure, Hartford, Ala., to 
Quincy, Fla., unreasonable, but not unduly preferential, to the 
extent they exceeded $2.46 per net ton. Reparation amounting 
to $267.36, including an overcharge of $26.41, with interest, 
recommended. 


Grain, Products and By-products 


No. 20944, Metamora Elevator Co. et al. vs. Cincinnati, 
Hamilton & Dayton et al. Examiner John J. Crowley. Dis- 
missal proposed. Rates on grain, grain products and grain by- 
products, points in central territory to eastern trunk line and 
New England destinations, transited en route, not unreasonable 
or otherwise unlawful. Issues were as to tariff interpretations. 


Peanuts 


No. 21348, Meridian, Miss. Traffic Bureau et al vs. Alabama 
Great Southern et al. Attorney-Examiner John McChord. Rates 
on peanuts, shelled or not shelled, salted or not salted, carloads, 
points in Virginia and North Carolina to Meridian, Miss., not 
unreasonable but unduly prejudicial and unjustly discriminatory 
to the extent they exceeded contemporaneous rates to Tupelo, 
Jackson, Natchez, and Vicksburg, Miss., and Memphis, Tenn. 
Reparation for the difference between the rates charged and 
those found not prejudicial proposed. 


Salt 


No. 21198, Quinton Spelter Co. vs. C. R. I. & P. et al. 
Examiner C. W. Griffin. Rates on salt, Hutchinson and Kanap- 
olis, Kans., to Quinton, Okla., unreasonable to the extent they 
exceeded 24 cents. Reparation proposed. 


Lumber 


No. 21790, Warren Lamb Lumber Co. vs. Burlington et al. 
Examiner Jesse C. Harraman. Rates on lumber, Rapid City, 
S. D., to destinations in Michigan, New York and Ohio inap- 
plicable. Applicable rates were those made by combination in 
accordance with the Sligo case principles. Direction of refund 
proposed. 


OPERATION OF FORD ROADS 


A recommendation that the Commission find that the present 
and future public convenience and necessity require the opera- 
tion by the Detroit, Toledo & Ironton Railroad Company over 
the Detroit & Ironton Railroad Company’s tracks in Wayne, 
Lenawee and Monroe counties, Mich., and Fulton and Henry 
counties, O., has been made by Examiner Ralph R. Molster in 
Finance No. 6921, operation by Detroit, Toledo & Ironton. The 
report also covers Finance No. 6920, proposed control by D. T. 
& I., and Finance No. 6922, securities of D. & I. 


Another recommendation is that issue by the Detroit & 
Ironton of $500,000 of capital stock and $3,925,000 of first mort- 
gage gold bonds, series B, will be for a lawful object and com- 
patible with the public interest. 


Mr. Molster also recommends that the Commission find that 
operation by the Detroit, Toledo & Ironton of railroad properties 
of the Detroit & Ironton, under a proposed operating license, 
does not involve acquisition of control within the meaning of 
paragraph 2 of section 5 of the interstate commerce act. 


Efforts of the Ford interests to bring the properties under 
unified operation in previous cases were reviewed by the 
examiner. In ostensible adoption of a suggestion of the Com- 
mission in one of those cases, said he, the plan herein under 
consideration had been formulated for unified operation of the 
properties. As to the method of unification now proposed, said 
he, there appeared to be no substantial objection, provided that 
it be clearly understood that, once approved, there could be no 
termination of the arrangement nor any modification of the 
proposed agreement without further authorization of the Com- 
mission. 
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COMMISSION ORDERS 


No. 18908, Clay County Crushed Rock Co. et al. vs. Santa 
Fe et al., and No. 19002, Thomson Brothers Rock Co. et al. vs. 
Santa Fe et al. Complainants’ motion to amend complaints 
denied. 

Finance No. 7440, application of Western Pacific for cer- 
tificate to construct a line of railroad in Plumas, Lassen and 
Modoc counties, Calif. Spokane Chamber of Commerce per- 
mitted to intervene. 

Finance No. 7470, application of Missouri Pacific for au- 
thority to acquire control of certain carriers by lease. Waco, 
Beaumont, Trinity & Sabine permitted to intervene. 

Finance No. 7439, application of Great Northern for cer- 
tificate to construct an extension of its line of railroad in 
Klamath county, Ore., and Siskiyou and Modoc counties, Calif. 
Spokane Chamber of Commerce permitted to intervene. 

No. 22067, O. A. Smith Agency, Inc., vs. Burlington et al. 
Kosmos Portland Cement Co., Inc., permitted to intervene. 

No. 22006, Northwestern Retail Coal Dealers’ Association 
vs. Milwaukee et al. Sheridan-Wyoming Coal Co. and Owl 
Creek Coal Co. permitted to intervene. 

No. 21755, McGrath Sand & Gravel Co. vs. Senta Fe et al. 
Terry & Lewis Sand & Gravel Co. permitted to intervene. 

No. 21755, Sub. 1, Moline Consumers Co. vs. Burlington. 
Automatic Gravel Products Co. and Hahn Bros. Sand & Gravel 
Co. permitted to intervene. 

No. 22052, Alabama By-Products Corp. et al. vs. Louisville 
& Nashville et al. Tennessee Products Corp. permitted to in- 
tervene. 

Finance No. 6154, bonds of Seaboard Air Line. The time 
prescribed within which said bonds may be pledged and re- 
pledged as provided in said order of March 26, 1927, has ‘been 
extended to and including June 30, 1931. 

Finance No. 6122, bonds of Seaboard Air Line. The time 
within which said $571,500 of bonds may be pledged and re- 
pledged as provided in said order of March 17, 1927, has been 
extended to and including June 30, 1931. 

Finance No. 7298. Operation of passenger terminal facilities 
at Cleveland, O., by Wheeling & Lake Erie, and Finance No. 
7299, Abandonment of passenger terminal facilities at Cleveland, 
O., by Wheeling & Lake Erie. Petition of Wheeling & Lake Erie 
for a rehearing on order of division 4, granting petition of 
Pittsburgh & West Virginia, intervener, for review of examiner’s 
rulings at a hearing in this case, excluding certain testimony and 
exhibits, denied. 

No. 21993, Midwest Coal Traffic Bureau vs. Arkansas Valley 
Interurban et al. Hutchinson Chamber of Commerce permitted 
to intervene. 

No. 22020, Iola Cement Mills Traffic Association et al. vs. 
Santa Fe et al. Colorado Portland Cement Co. and Consolidated 
Cement Corporation permitted to intervene. 

No. 21373, Sub. 1, Frankfort Chamber of Commerce vs. 
Ahnapee & Western et al. Lexington Board of Commerce of 
Lexington, Ky., permitted to intervene. 

No. 17385, Albert Silk Coal Co. et al. vs. Santa Fe et al. 
Petition of complainants and certain interveners for recon- 
sideration of petition denied by order of July 2, 1928, denied. 

No. 17721, Tucson Wholesalers’ Association et al. vs. Santa 
Fe et al. Complainants petition asking for rehearing denied. 

No. 22085, Eastern Terminal Lumber Co. vs. Pennsylvania 
et al. Board of Harbor Commissioners permitted to intervene. 

No. 22006, Northwest Retail Coal Dealers’ Association vs. 
Milwaukee et al. Traffic Bureau of Mitchell Chamber of Com- 
merce permitted to intervene. 

No. 19530, White Eagle Oil & Refining Co. vs. Santa Fe 
et al., and No. 18460, Community Service Station Co. vs. Santa 
Fe et al. The order entered in this proceeding on February 26, 
1929, which was by its terms made effective on May 20, 1929, 
upon not less than 30 days’ notice has been modified so that 
it will become effective on July 19, 1929, upon not less than 
30 days’ notice. 

No. 22007, O. A. Smith Agency, Inc., vs. Alabama Great 
Southern et al. Champion Fibre Co. and Mead Paperboard Corp. 
permitted to intervene. 


No. 22082, Manufacturers Railway vs. Ahnapee & Western 
et al. City of St. Louis permitted to intervene. 

No. 21757, O. A. Smith Agency, Inc., vs. A. C. L. et al. Bed- 
ford Pulp & Paper Co. permitted to intervene. 

No. 21283, Corn Exchange of Buffalo et al. vs. B. & O. et al. 
Defendants’ petition to dismiss complaint denied. 

No. 20149, Clay Products Traffic Association of the St. Louis 
District vs. A. C. & Y. et al. Fulton Fire Brick Co. permitted 
to intervene. 

No. 21804, O. A. Smith Agency, Inc., vs. A. C. L. et al. 
ford Pulp & Paper Co. permitted to intervene. 

No. 8182, western cement rates. Petition filed by E. B. 
Boyd, for further postponement of effective date of supplemental 
Fourth Section Order No. 7260, entered November 7, 1927, in 
= proceeding, denied, sufficient justification not having been 
shown. 


Finance No. 7450, application of Baltimore & Ohio for author- 
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ity to acquire control of certain carriers in the eastern territory 
Baltimore Chamber of Commerce and Joint Committee of 
delphia Commercial Organizations on Consolidation of Rail. 
roads permitted to intervene. 

No. 21994, White Provision Co. et al. vs. Louisville g Nash. 
ville et al. Swift & Co. permitted to intervene. 





PETITIONS FOR REHEARING, ETC. 


No. 17817, Sub. 1, Illinois Silica Sand Traffic Bureay y, 
Santa Fe et al. Defendants ask for rehearing and reargumey 
before entire Commission and postponement of order, 

No. 20221, Barrett Co. vs. New York, Susquehanna é 
Western et al. Barrett Co. asks for reconsideration of decisio, 
of division 3 of Commission and for a rehearing or an oppo. 
tunity to argue the case before the full bench. 

No. 21005, Bond & Nohl Co. vs. Santa Fe et al. Denver g 
Rio Grande Western defendant herein asks for rehearing, 

No. 20481, American Hide & Leather Co. vs. Boston ¢ 
Maine et al. Defendants, Boston & Maine and Delaware 
Hudson, ask for rehearing, for reopening, and hearing of further 
evidence, and for oral argument upon issues involved. 

No. 19627, et al., S. Bender Iron & Supply Co. vs. Santa fp 
et al. Complainant asks for reopening and reconsideration upon 
record, as made, and oral argument before commission, 

No. 19501, John Arko et al. vs. Santa Fe et al. Com. 
plainants ask for for reopening and rehearing. 

No. 17304, International Oil Co. et al. vs. A. & S. et al. Com. 
plainants in a second petition ask for rehearing. 

No. 17132, Georgia Fruit Exchange, A. J. Evans, et al. ys, 
A. & R. et al. Complainants ask for rehearing, reargument ang 
reconsideration. : 

No. 20762, Wapakoneta Machine Co. vs. B. & O. et al. Com. 
plainant asks for reargument. 

No. 20791, Illinois Oil Co. vs. Santa Fe et al. Complainant 
asks for reopening, to permit amendment of complaint and re 
consideration. 

No. 17304, International Oil Co. et al. vs. Abilene & Southem 
et al. White Eagle Oil and Refining Co., intervener herein, asks 
for reopening of this case for rehearing. 

No. 17817 (Sub. 1), Illinois Silica Sand Traffic Bureau ys, 
Santa Fe et al. Indiana State Chamber of Commerce, inter. 
vener, asks the Commission to dismiss “Defendants’ petition for 
rehearing and reargument before entire commission and for post: 
ponement of order” in this case. 

No. 18270 (and Subs. 1 and 2), Joseph Samuel Co., Inc, 
vs. Santa Fe et al. Complainants ask for reconsideration of 
these cases on record as made. 

No. 18657, Swift & Co. vs. Louisville & Nashville et al, 
and No. 19184, Armour & Co. et al. vs. Terminal Railroad Asso- 
ciation of St. Louis et al. Complainants in both cases file a 
second petition for rehearing. 

No. 11893, U. S. War Department, Inland Waterways Mis 
sissippi-Warrior Service vs. Abilene & Southern, Baltimore & 
Ohio et al. Complainant asks for modification of findings and 
for an order based thereon. 





SUSPENDED TARIFFS 


In I. and S. No. 3281, the Commission has suspended from 
April 25 until November 25 schedules as published in Delaware 
& Hudson I. C. C. No. 13908. The suspended schedules propose 
to cancel commodity rates on paper bags, crinkled, garment 
storage or moth, and shopping, in straight carloads or in mixed 
carloads with ordinary paper bags or wrapping and printing 
paper, and to apply higher class rates in lieu thereof from points 
in New York state to destinations in Maryland on the Western 
Maryland. The following is illustrative: 

Paper shopping bags, carloads, rates in cents per 100 pounds, 
from Hudson Falls, N. Y., to Baltimore, Hagerstown and Cumberland, 
Md., present 28%, proposed (4th class), 42%. 

In I. and S. No. 3279, the Commission has suspended from 
April 20, until November 20, schedules as published in supple 
ment No. 6 to J. H. Glenn’s tariff I. C. C. No. A-684. The sus 
pended schedules propose to increase the rates on lime, cal: 
loads, from kilns in Maryland, Pennsylvania, Virginia and West 
Virginia to Ohio River crossings, St. Louis, Mo., East St. Louis, 
Ill., also Kentucky and Tennessee points. The following is 
illustrative: ? 


Lime, Carloads, in Cents Per Ton 2,000 Pounds 


—From— 
Rocky Point, Va. Engle, W. Va 
Prop. 


To Pres. op. Pres. 
Cincinnati, O. (proper)............ 430 730 460 450 
Cincinnati, O. (for beyond)........ 410 730 440 450 
i. a ae a . e 420 730 450 


In I. and S. No. 3280, the Commission has suspended from 
April 22 to November 22 schedules as published in supplement 
No. 9 to Chicago, Milwaukee, St. Paul & Pacific tariff I. C. © 
No. B5741. The suspended schedules propose to restrict the 
application of combination rules in connection with shipments 
of live stock to and from stations on the Chicago, Milwaukee, 
St. Paul & Pacific in South Dakota, west of Mobridge, S. D. 
which would result in increased rates. 
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April 27, 1929 


PAYMENT OF FREIGHT BILLS 


The Traffic World Washington Bureau 
that the Commission’s rules, issued in Ex Parte 


Aare collection of freight bills, were more honored in 
7 ach than in their observance, J. H. Beek, executive 


their bre of the National Industrial Traffic League, on April 19, 
Te he record, on further hearing in Ex Parte 73, sugges- 
ms oa pehalf of the League for a modification of those rules. 
es id the organization was not ready to make a definite plan 
= ae modification. All it desired to do at that time, he said, 
” to lay before the Commission some facts, gathered by the 
= e, to show the necessity for a longer time between the 
rendition of the freight bills and their payment. Mr. Beek 
2 id that for three years the League had hoped, by reason of 
a otiations between the League and the credit officers of the 
railroads for agreement as to changes that should be made. 
Set said he, the negotiations had completely failed. Therefore 
the League filed a petition for further consideration of the 
matter, Which had resulted in the hearing that was being held 
before Examiner C. W. Berry. 

Among the suggestions put forward by the League was that 

the present 96-hour so-called credit period be extended to one 
week. Mr. Beek made a general statement intended to be fol- 
lowed with examples of hardship and inconvenience to show 
that the rules were not practicable or workable. A suggestion 
was that in the business world ten days was considered the 
period in which a cash settlement could be made and that the 
railroads should conform their practice to that of the business 
vorld. 
" Alfred P. Thom, counsel for the railroads, subjected Mr. 
Beek to cross-examination that resulted in several clashes be- 
tween himself and John S. Burchmore, counsel for the League, 
and one ruling of Examiner Berry that questions asked by Mr. 
Thom were not proper cross-examination. They were intended 
to have Mr. Beek express an opinion as to how much of an 
increase in working capital would have to be made by the rail- 
roads if shippers were to be given an increase in time for the 
payment of freight bills. The examiner suggested that the 
railroads had financial men able to testify on that point and 
that Mr. Beek had not made any reference in his direct examina- 
tion to the cost of a lengthening of the period between the 
delivery of the freight and the payment of the charges. 


One of the allegations made by Mr. Beek was that shippers 
were not asking an extension of time as a matter of financial 
accommodation, but as an arrangement enabling a checking 
of the bills rendered by the carriers. He said they were not 
asking for credit. Mr. Beek estimated that about 1,000,000 
freight bills were rendered every business day in the year. 
By reason of errors in the bills resulting in claims for over- 
charges and the extra clerical help required to carry out the 
plan for payments made by the rules prescribed by the Com- 
mission, Mr. Beek said a great economic waste was created. 

Mr. Thom, by questions put to Mr. Beek, seemed to show 
that the carriers would oppose the move of the League by 
claiming that all the facts and opinions that were being advanced 
by Mr. Beek were put before the Commission in the hearings 
that resulted in the prescription of the rules now in effect and 
that there had been no change in conditions since that time. 
Mr. Beek contended that the Newton law had made a change 
in the statute and that conditions under which business was 
being done had changed in the nearly nine years that had 
elapsed since the prescription of the rules. Therefore, the 
conclusion was that there was reason for a change in the rules. 

_ On cross-examination, Mr. Thom brought out that some 
shippers and some shipper organizations, in answer to the 
League’s questionnaires, had opposed changes. Mr. Beek said 
that it was his intention, in his later testimony, to bring forward 
detailed information as to conditions and as to the views of 
League members. Mr. Burchmore suggested that if Mr. Thom 
would Wait, he would not need to cross-examine so closely as 
he was doing. 


By way of making good on the promise in Mr. Beek’s testi- 
mony that examples of hardship would be shown by the testi- 
mony of other witnesses, the League produced a procession of 
shipper and civic organization traffic managers, railroad treas- 
urers and local agents of railroads to tell their stories. Not 
all had tales of woe. For instance, J. S. Brown, traffic counsel 
for the Chicago Board of Trade, said that the grain traders 
for whom he was speaking were satisfied with the law and the 
tules thereunder as construed and applied by the railroads. 
E. L. Copeland, secretary and treasurer of the Santa Fe, testi- 
fied that the rules were workable and he had no suggestions 
to make for changes in the rules issued by the Commission 
Sety shippers were relieved from the obligation of the law 
° pay their bills before the delivery of the freight. 

The testimony of many witnesses showed that there were 
pn departures from the rules as generally construed or as 
ee by a majority of shippers and railroads. A. T. Bay- 
ae ; treasurer of the Lehigh Valley, said that agents of that 

ad have been given considerable discretion in the matter of 
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collecting bills from shippers of undoubted standing. No one, 
however, admitted that the departures were willful or as part 
of an understanding whereby a road lenient in the grant of 
time for the payment of bills was getting the better of its com- 
petitors in the solicitation of freight. Mr. Bayfield said that 
the agent at Rochester, N. Y., had almost complete discretion 
in the collection of bills. 

Throughout the hearing questions were asked by Examiner 
Berry and J H. Bonneville, the latter an attorney in the Com- 
mission’s bureau of inquiry, to develop, if possible, whether 
shippers were threatening to divert traffic from railroads that 
were “tight” in enforcing the collection rules to such as were 
not so strict or lenient. Many had heard that such things were 
being done, but they had no knowledge that any threats had 
been carried into effect. Mr. Copeland said he had heard that 
threats of that sort had been made, but he did not regard them 
as serious. 

In much the same way witnesses said that they had heard 
that the traffic departments of various railroads had called on 
their treasury departments to be easier in the enforcement of 
the rules, but no treasury department witness would admit that 
anything of the sort had been done. Harry Hurst, assistant 
to the treasurer of the Pennsylvania, said he had no knowledge 
that the traffic departments favored lenient treatment of ship- 
pers. Nor had he any knowledge, said he, of the traffic depart- 
ment promising or suggesting easier treatment of shippers so 
as to keep them as patrons of the road. According to Mr. Hurst 
the Pennsylvania is stringent in its enforcement of the collec- 
tion rules. 

W. W. Manker, of Armour & Co., one of the traffic veterans, 
whose office, in 1928, paid out about $75,000,000 in freight bills, 
put forth the general idea that the rules were so strict that 
involuntarily both shippers and carriers violated them because 
there was no elastic limit within which they could do the work 
necessary for the proper supervision of the many tasks to be 
performed in the settlement of accounts. Hugo Ignatius, traffic 
manager for Procter and Gamble, gave testimony of similar 
character, emphasizing the fact that settlement on such time 
caused unnecessary expense. He said that at one of the com- 
pany’s offices 15,000 checks had to be issued in a given time. 
His thought was that if seven days were given for settlement 
that number could be reduced to 1,500 checks. 

The railroad men summoned as witnesses for the League— 
they were not voluntary witnesses—gave figures showing the 
number of bills issued, the Pennsylvania’s being more than 
20,000,000, the amount of money collected from customers who 
paid “over the counter,” the number paid under a bond to settle 
within 48 hours and the number who paid under a bond allow- 
ing them credit, as the railroad men called it, for 96 hours. 


W. G. Palmer, auditor for Alexander H. Sprunt & Sons, 
cotton merchants, was the only railroad witness examined while 
the procession of League witnesses was passing before Exam- 
iner Berry. He said the rules worked satisfactorily at Wilming- 
ton, N. C. He did not know about conditions at Houston, Tex., 
where, according to the League, conditions were bad. Mr. 
Palmer was offered as a railroad witness because he was in 
Washington, on other business, and the Atlantic Coast Line 
suggested that he be called. 


Witnesses other than those mentioned were: George E. 
Clinton, Sheffield Farms, Inc., New York; Traffic Manager 
Decker, Borden Co., New York; L. C. Hults, United Engineering 
and Foundry Co., Pittsburgh, Pa.; Arthur J. Goetz, Roberts & 
Schaefer Co., Chicago; George E. Mace, Trenton, N. J., Cham- 
ber of Commerce; J. A. Brough, Crane Co., Chicago; F. E. 
Luebbe, Kroger Grocery and Baking Co.; R. A. Bentley, National 
Tea Co., Chicago; George A. Blair, Wilson & Co., Chicago, 
speaking for the American Meat Packers’ Association; E. S. 
Wagner, Millers’ National Federation, Washington, D. C.; W. E. 
Whelpley, Walworth Co., Boston, Mass.; A. T. Clark, Otis Steel 
Co., Cleveland, O.; R. I. Pierce, Manufacturers’ Association of 
Chicago Heights, Ill.; W. H. Ott, Kraft-Phenix Cheese Corpora- 
tion, Chicago; Harold R. Hendrick, Cincinnati Chemical Works, 
Cincinnati, O.; C. A. Garber, Refiners’ Oil Co., Dayton, O.; 
D. A. Dashiell, F. S. Royster Guano Co., Norfolk, Va.; Ira B. 
Gardner, International Paper Co., New York; Samuel Herndon, 
Cincinnati Chamber of Commerce, Cincinnati, O.; Clare B. Tefft, 
Toledo, O., Chamber of Commerce; J. A. McCann, Anderson, 
Clayton & Co., Houston, Tex.; Howard T. Shook, McCormick 
& Co., Baltimore, Md.; H. E. Wennagel, Schluderberg-Kurdle 
Co., Baltimore, Md.; W. H. Smallwood, Crown Cork & Seal Co., 
Baltimore, Md.; W. T. Medford, Baltimore, Md., Chamber of 
Commerce, and Harry S. Elkins, National Petroleum Associa- 
tion and American Petroleum Institute, Washington, D. C. 

After five days of testimony in behalf of the League the 
hearing was adjourned until June 11 on motion of John S. Burch- 
more, counsel for the League. Examiner Berry denied the 
motion. The matter was carried to Commissioner Aitchison, 
in charge of the matter. Mr. Thom did not oppose the motion. 
Examiner Berry thought the League had not made out a case 
and that it should not ask for an adjournment so as to find out 
what further it might do. His thought, he said, was that the 
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League should have been prepared to go through to the end 
before asking for a hearing in the matter. Mr. Burchmore re- 
minded him that the League, in its complaint, had suggested 
that the proceeding should be in the nature of an inquiry and 
not exactly like a formal complaint case. 

Before the adjournment E. S. Locke, treasurer of the Louis- 
ville & Nashville, and W. J. Wright, treasurer of the Missouri 
Pacific at St. Louis, were examined. The fact was brought out 
that at St. Louis an investigation by the Commission’s bureau 
of inquiry showed a situation suggesting that little or no atten- 
tion was being paid to the rules promulgated by the railroads. 
Mr. Wright, however, denied that other railroad treasurers has 
reasoned with him on account of the laxity attributed to the 
Missouri Pacific. The witness was subjected to a close examina- 
tion by Mr. Burchmore, by Examiner Berry and Mr. Bonneville, 
the latter an attorney in the bureau which had been investigat- 
ing matters at St. Louis with a view to having the grand jury 
bring indictments. Mr. Wright told some of the things that were 
being done there to tighten up the situation. He said that ship- 
pers were not removed from the Missouri Pacific credit list for 
failure to pay within 48 hours as the railroad attorneys which 
had advised him thought shippers were not disregarding the law 
unless they did not pay within the 96-hour limit. Although 
invited by questions to admit that the situation at St. Louis 
was lax, Mr. Wright would make no such admission. 


OIL COMPANY ASKS REPARATION 


Reparation on 253 carloads of pipe, tanks, derricks, and oil 
well supplies, shipped principally from Mexia, Tex., to points 
in Oklahoma, Kansas, Arkansas, Texas and Louisiana, is asked 
in docket 20391, Pure Oil Company against the A.T.&S. F. and 
others, according to the testimony of Henry Hauseman, traffic 
manager, Pure Oil Company, at the hearing at Chicago before 
Examiner Harris April 19. 

Reparation is asked to the basis of the rates prescribed 
in docket 13535, the consolidated southwestern cases. The ship- 
ments were in the nature of an inter-field movement, after 
production at Mexia had played out, and moved at rates ranging 
from 140 to 200 per cent of the rates sought, it was stated. Mr. 
Hauseman said that, prior to the movement, the carriers had 
been asked to make rates in conformity with the general level 
applicable in the territory, but that they had replied they could 
not consistently do so, as docket 13535 was pending at that 
time. According to the testimony, the shipments were routed 
by the complainant over the shortest tariff routes, with only 
a few exceptions. An extremely comprehensive set of exhibits 
comparing the rates paid with those applicable between other 
points in the same general territory and those applicable to 
other commodities was presented in proof of the alleged un- 
reasonableness of the rates charged. Illustrative of that, it 
was shown that a rate of 61 cents was assessed on a movement 
from Mexia to Seminole, Okla., for a distance of 300 miles. 
Contemporaneously a rate of 52%4 cents applied in the opposite 
direction, and a rate of 41 cents would have applied under 
the 9702 scale in territory held to be comparable from a trans- 
portation standpoint. The rate under the 13535 scale would 
be 42 cents. Car-mile earnings under the rates paid were shown 
as ranging from $1.40 to $1.94, with possibly an even higher 
range. 

As the carriers were not prepared to introduce their testi- 
mony, the complainant joined with them in a request for a 
postponed hearing, on condition that complainant be allowed to 
examine the carriers’ exhibits not less than two weeks in ad- 
vance of such further hearing. 


GRAIN TO GULF PORTS 


Arguments by Kansas grain interests, including Governor 
Reed and other public officials, Kansas City elevator interests, 
and grain dealers in the interior of the grain producing belt in 
the middle west, has resulted in a proposal by the Kansas City 
Southern and the Southern Pacific to reduce the proportional 
rate on wheat from Kansas City, to Texas and Louisiana ports, 
from 30.5 to 23.5 cents per 100 pounds. Three or four schedules 
have been field, effective May 25, to bring about the reduction. 
The chief one is Kansas City Southern supplement No. 4 to its 
I. C. C. 4562 in which it has the concurrence of the Southern 
Pacific. The lowered proportional is to apply on grain originat- 
ing in Nebraska, Colorado, Missouri and the greater part of 
Kansas. Part of Kansas was excluded on account of its being 
involved in a case before the Commission. 

The reduction is proposed, in the language of the Kansas 
City Southern traffic department, to meet an emergency. The 
emergency is the bursting condition of elevators at Kansas City 
and at interior points. The carrier asserts that on account of 
the huge carry-over of Canadian grain from the harvest of 1927, 
estimated at 76,000,000 bushels, the United States, in 1828, did 
a smaller export business than usual, the result being conges- 
tion of the storage facilities. It further asserts that the pros- 
pects for grain production in 1929 are good, hence the necessity 
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of doing something to move the 1928 surplus to foreign m 
the grain in storage being represented as being suited for pen 

This proposal is expected to stir up one of the largest 
rate fights in recent years unless the Commission stops it 
suspending the proposed reduction until it can iron out 
inequalities Examiners Mackley and Hall found in the Wester 
district grain rate structure in the Hoch-Smith report 
submitted less than a week before the Kansas City Souther, 
tariffs were filed. In their report Mackley and Hall found 
that rates from Kansas to the gulf ports were too high jp 
comparison with rates to many other points. The scale the 
proposed would reduce rates to the gulf ports from the tern 
tory in which the congestion of storage space is alleged to hay, 
created an emergency situation. ’ 

Opposition is expected to come from shippers as Well as 
other railroads. Kansas grain interests proposed, at a conf. 
ence held at Topeka with traffic executives of their railroads, 
establishment of a “flat” rate of 18.5 cents from Kansas (iy 
to the gulf ports, as the one way that the congestion coulg be 
removed. 

There is a world of difference between the proposed 23; 
cent proportional rate and any sort of a flat rate. The propo. 
tional rate can be used only by grain coming into Kansas City 
on and after May 25. All the grain that’is in storage now js 
subject, when taken out of storage, to the proportional rat 
in effect at the time the grain went into storage. Physically 
the old grain can be substituted for the new grain but the 
amount sent out from the storage point on the reduced pp. 
portional rate cannot be in excess of the amount that movej 
into the storage point, as shown by the inbound Dilling. 

Under a flat rate the grain in storage could be moved ou 
without regard to the fact that it had been in storage, Th 
proportional now in effect and the proposed one would be linked 
with the movement into storage and be applicable only to such 
grain. For the reason that the proposed proportional woul 
be restricted in application as indicated the thought at the 
time the Kansas City Southern tariffs were filed was that ship 
pers would oppose it as affording no real relief. Other railroads, 
it was also thought, would oppose the tariffs on the ground that 
they would tend to precipitate like reductions to other ports, 
through such gateways as St. Louis, Chicago, Peoria, Minne 
apolis and Duluth and other Missouri River points, the rates 
via which were made in relation to those via Kansas City. 


URGES 50 PER CENT CUT IN RATES 


Representative Glover, of Arkansas, in the course of dis 
cussion in the House, April 22, on the farm relief bill, after 
remarking that the condition of agriculture was not brought 
about by one cause alone, said that one of the things that was 
hurting agriculture in the south more than any other was “the 
high freight and express rates that we are paying to get ou 
crops to market.” 

“There is no excuse for the condition we are in and suffer. 
ing from,” said he. “The freight rates on agriculture ought to 
be at least cut one-half by an order of our Interstate Commerce 
Commission on interstate freight and the intrastate rates can 
be corrected by the states.” 

Continuing, Mr. Glover said: 

During the last marketing of cabbage and potatoes in my district 
I found this condition to exist: An agent of certain farmers in the 
community was shipping two carloads of cabbage into the market. 
Upon inquiry of the price that they were receiving and by investiga 
tion of what the interstate rate was on it, I found that there was less 
than $5 difference between the selling price of the cabbage and the 
price paid for carrying it to the market. 

I found in another instance in another county that Irish potatoes 
were selling at 35 cents per bushel. As fine potatoes as ever grew 
anywhere. I found the farmers raising them discouraged on account 


of the price. When an investigation was made of the freight on the 
crop to the market, where a market could be found, it was the high 


, rate of freight that was the trouble and not so much the market. 


Several years ago in the county in which I live, before the 
creating of the Interstate Commerce Commission and before inter- 
state rates were made as they are now, we shipped out of the city 
of Malvern many carloads and many thousands of crates of canta 
loupes. The farmers were profiting on the growing of them, and after 
an excessive high rate of. freight and express rate was made on them 
we had to discontinue the growth of them. 

I have had in my experience in the practice of law there farmers 
bringing me their bills of lading and other papers showing the ship- 
ment and the returns received, and in many instances a demand was 
made at the other end of the line after the sales for an additional 
amount to pay the express or freight. . 

What is the cause of this condition? In my opinion it is this: 
The Interstate Commerce Commission has fixed a rate on every com- 
modity out of one state into another and between designated points 
a fixed and definite price for the carrying of that commodity that 
can not be raised or lowered by the carrier. If he violates that rule 
as a carrier he is penalized for so doing. What has that practice 
done? It his done this: It has cut out competition between railroads, 
express companies and carriers of these commodities, and the farmer! 
that has grown them there for the world’s needs cannot get them 
on the market on account of that condition. 

I hope that this Commission will at least do this, if it is permitted 
to exist: That it will fix a reasonable rate to be charged on inter 
state commerce and leave open for competition between railr 
express companies and other carriers the right to make lower rates 
if they find they can carry it for less. In this way it will create4 
competition for the carrying of these articles. 

It has been very wisely said by President Hoover that our rates 






















orde 
bles, 


judg 
appl 
joini 
hear 
964) 
opin 
tend 
susp 
the | 


pear 
Carl 
Eval 
Geo! 
Sout 
fruit 
Just: 


resel 
he 
getti 
unre 
erab 
bette 
ritor 


mer¢ 
said 


1793 
and 

that 
Cons 
abou 


sout 
reas 
the 
Tie 
in W 


on t 
the 

plail 
desi 
eral 
prie 


vice 
Com 
pres 
of t 
cert, 
shor 
bety 
road 
riers 
said 
let, 


tion: 
rive: 
the 


on t 
Illin 


Tate 
Sinc 
pub! 
aske 
Tate 












n 


era Bases Fe aes ete 


I 


s, 


5 
I: 
ty 
te 
y, 
le 


ad 


aPrPreF Fon ras = 


or 
ht 


le 


I: 
to 
ne 
in 


=e + 


- @@ermi -- 


o™ 


Pease + oe 


“= 


inland waterways. This ought to be done. If 

could be cheapened PFs tributaries were serving the United States 

the Mississipr waker of the universe intended them to, we would be 
os Tae agricultural products today for one-fourth of what 

marketing ing to the carriers now. Deere 

pay no reason why the tributaries to the Mississippi from 

There °° exico as far north as can be developed should not be 


M Z 
the Gulf of of cheaper freight and express rates. Not only 
used for the pent further provide for national highways leading 


that, but we . rs where our agricultural products are consumed 
into the — So, oF himself or in his organization with his farm- 


80 or mr) farm-controlled trucks, could put his perishable commod- 
eg or a market quickly. 


REFRIGERATION CHARGES 


The Commission has postponed the effective date of its 
der in No. 17936, in re refrigeration charges on fruits, vegeta- 
bles perries and melons from the south, from May 1 to May 
15 ’mhis postponement was on suggestion from the three- 
iudge federal court which sat at Richmond, Va., to hear the 
* lication of affected railroads for an order of the court en- 
uning the enforcement of the order reducing the charges. The 
hearing was given April 23 (see Traffic World, April 20, p. 
964). The next day the court announced that it was of the 
opinion that it should give its reasons for doing what it in- 
tended to do in the matter but said that unless the commission 
suspended the effective date of its order, for about 15. days, 
the reasons for the action could not be put into writing. 

J. Stanley Payne, Nelson Thomas and J. A. Rogers ap- 
peared for the Commission at the hearing; W. G. Brantley and 
Carl H. Davis for the railroads; E. C. Blanchard for H. A. 
Evans, said to be the largest individual peach grower in 
Georgia and therefore in the country; Karl K. Gartner, for 
South Carolina peach growers; C. R. Marshall, for Florida 
fruit interests, and Elmer B. Collins for the Department of 

ice. 

“ extension of remarks in the Congressional Record, Rep- 
resentative Abernethy, of North Carolina, said that ever since 
he had been in Congress he had been working with a view to 
getting relief for the truck growers of the south from “the 
unreasonable freight and express rates and have given consid- 
erable time and attention to aiding the shippers in getting 
better facilities, particularly in North Carolina and in that ter- 
ritory which affects my district.” 

“It is most pleasing to me to note that the Interstate Com- 
merce Commission has at last taken this matter up actively,” 
said he. 

Mr. Abernethy discussed the Commission’s decision in No. 
17936, in re refrigeration charges on fruits, vegetables, berries 
and melons from the south, and said it was of such moment 
that he included it in his remarks. The space required in the 
Congressional Record for reproduction of the decision was 
about thirteen pages. 


RATES ON MINE TIMBERS 


Carload rates on mine timbers, from points in eastern and 
southeastern Missouri to points in Illinois, are attacked as un- 
reasonable in dockets 21741, E. L. Palmer and others against 
the Missouri Pacific and others, and 21796 and Sub. 1, Egyptian 
Tie and Timber Company against the Missouri Pacific, hearing 
in which was held at Chicago before Examiner Harris, April 22. 

As developed by the testimony, the issues hang primarily 
on the routing employed as the basis for rates prescribed by 
the Commission in two former cases brought by the same com- 
Plainants, dockets 13915 and 15702, in which maximum rates, 
designated the Palmer scale, were prescribed. Under the gen- 
eral question of routing is included a dispute as to the pro- 
priety of a charge for the river crossing. 

The complaint in docket 21741, as explained by B. K. Leach, 
vice-president and general manager, Egyptian Tie and Timber 
Company, was filed because of the failure of the carriers to 
prescribe rates on the Palmer scale. He held that the level 
of the scale included the cost of the river crossing and, as to 
certain origins, that the rates should have been based on the 
short line mileage to St. Louis, plus three miles for interchange 
between St. Louis and East St. Louis, via the Terminal Rail- 
road, and the published distance beyond of the delivering car- 
riers, As against that method of computing the mileage, he 
said, the Missouri Pacific had used its long mileage via Carondo- 
let, Mo., Ivory Transfer, and Dupo, Ill. From other stations 
on the Missouri Pacific, such as Hendrickson, Mo., to destina- 
tions in southern Illinois on the Burlington, it was held, the 
river crossing should have been made at Thebes, Ill., whereas 
the longer mileage via East St. Louis had been used. 

Docket 21796 and the sub-number involve rates from origins 
on the Missouri Pacific and Frisco, in Missouri, to destinations in 
Illinois on the Nickel Plate. The Nickel Plate was not a party to 
the former case, it was said, and, prior to October 30, 1928, the 
rates were made up of combinations of locals on East St. Louis. 
Since that date, rates satisfactory to complainants have been 
Published from the Missouri Pacific origins. Reparation is 
asked to that basis, and, as to the rates from the Frisco origins, 
Tates for the future are sought as well. In support of their 
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contention that, in all instances, the rates should be made over 
“the shortest routes over which the traffic can move without 
transfer of lading,” the complainants rely on the order of the 
Commission in docket No. 15912, the so-called C. F. A. fertilizer 
case brought by the Ohio Farm Bureau Federation. 

Cc. C. P. Rausch, assistant freight traffic manager, Missouri 
Pacific, said that in the two earlier cases brought by the com- 
plainants the Commission prescribed a mileage scale, but did 
not say how it should be applied. He sai dthe important issues 
in the present cases were the level of the rates, the question 
of the addition of something for the river crossing, and the 
method of figuring the mileage. He indicated that, if the level 
of the rates were satisfactory to the carriers, the other points 
might not occasion any dispute. But, in view of the extremely 
low rates represented by the Palmer scale, in his opinion, the 
matter of computing the mileage became of serious importance. 
The scale, he said, averaged 9.3 per cent of the first class rates 
prescribed in the consolidated southwestern cases. He intro- 
duced detailed testimony as to operating conditions and similar 
matters in support of the routings applied by the carriers, par- 
ticularly stressing the justice of some allowance for the river 
crossing at St. Louis, which, he held, should be twenty miles. 
A similar allowance had been made by the Commission in a 
great many cases, he said. 


DEMURRAGE REPARATION 


In docket 20740, James S. Kirk and Company, Inc., against 
the C. & N. W., hearing which was held at Chicago before Ex- 
aminer Harris April 20, 22 and 23, the Commission is asked to 
award reparation on alleged unlawful demurrage charges col- 
lected by the defendant on several thousand cars received, 
principally in 1925, 1926 and 1927, at the two plants of the com- 
plainant in Chicago, and to require proper application of the 
national car demurrage rules and charges for the future. 

Due to the mass of detail involved and the complications 
both as to facts and law, the hearing was largely limited to the 
establishment of principles to be followed and the setting up 
of typical cases. Among a large number of irregularities 
charged by the complainant were that notices of constructive 
placement served by the carriers were improper, in that they 
did not include such information as content of the cars; failure 
of the carrier to keep a proper number of cars on the unloading 
tracks in compliance with orders from the complainant, moving 
the cars up out of turn, and other matters, some of which, from 
the testimony, appeared to be viewed as only technical failures 
on the part of the defendant, and others that were held to be 
directly responsible for demurrage accruals. 

The principal testimony for the complainant was by J. 
Hunter Ross, of the Ross Demurrage Bureau, and E. H. Edwards, 
Jr., traffic manager of the complainant. 

It was the position of the defendant, as presented by F. A. 
Pontious, supervisor of demurrage, C. & N. W., that the exces- 
sive demurrage was attributable to disabilities of the com- 
plainant and that the rules had been properly applied. Mr. 
Pontious said he believed the notices of constructive placement 
were adequate and that with respect to them and the other 
matters the same treatment had been accorded complainant 
as to the other receivers on the C. & N. W. No exception was 
taken to the notices at the time, he said. The first time their 
legality had come into question, he said, was following the pres- 
entation of the claim. 

In the words of Mr. Ross, the demurrage accruals on the 
cars received by the complainant in the last year and a half 
have been only about one-tenth what they were in the preceding 
years. His statment was intended to indicate that the cars had 
been moving much more rapidly, due to more satisfactory 
service on the part of the carrier. In response to that Mr. 
Pontious declared that what it did show was, not that any 
change had been made in the practice of the carrier, but that, 
under a new man, the complainant had been able to operate 
“with fewer cars ahead of him.” 


WHAT IS A MAGAZINE? 


Some fifty or sixty who attended the first day of the hear- 
ing in docket 21213, Liberty Weekly, Inc., against the A. T. 
& S. F. and others, which began at Chicago before Examiner 
Harris April 25, were the auditors of a comprehensive account 
of the high points in the genalogy and historical development 
of newspapers and magazines and the later development of, and 
envelopment by, advertising of what were originally purely 
agencies of disseminating news. It was all for the purpose 
of determining what is a magazine and what is a newspaper, 
and had, in addition, the object of establishing a case of undue 
prejudice and unjust discrimination, in that the American 
Weekly is shipped in baggage cars, whereas Liberty must con- 
tent itself with riding in box cars. 

The history, as presented by Henry A. Laird, traffic man- 
ager of the Chicago Tribune and its subsidiaries, of which 
the Liberty Weekly is one, began with recording that in 491 
B. C. a weekly bulletin chronicling activities of the Roman 
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armies in the field was publicly posted in the Forum. It had 
progressed to a little past 1702 and the beginning of the first 
daily newspaper, instituted in London by a woman, when the 
inevitable objection was brought forward by R. S. Outlaw, of 
the Santa Fe.. He said he found the matter interesting, but 
doubted that it would be of any value to the Commission in 
determining the matters at issue. 

Luther Walter, counsel for the complainant, insisted that 
it was vital to a proper understanding of distinctions to 
appear later. The objections continued, exhausting legal ter- 
minology available in such situations. But, then, the room 
was small and the air bad. The objections were duly noted. 

The complaint attacks as unreasonable the rates and ratings 
applicable to shipments of the Liberty Weekly from Chicago 
to points in all territories, and further charges violations of 
sections 2 and 3 of the interstate commerce act, in that the 
American Weekly is transported in baggage cars. 

“We're trying to get into the baggage car,” said Mr. Walter. 
“We either want in or want them out.” 


It was explained that the American Weekly is distributed 
through sixteen Sunday papers, but that the material for it 
is supplied by American Weekly, Inc., and the news sheets, 
pre-dated a week, were described as no more than “wrappers.” 
The complainant testimony was to the effect that the owners 
represented the American Weekly as a magazine to advertisers, 
and that it was, in fact, a true magazine. In accordance with 
a principle laid down by the Commission, Mr. Walter empha- 
sized, “an article is what its producers claim it to be, unless 
it is clearly otherwise.” The fact that it is a competitor for 
the same class of advertising from which Liberty Weekly 
obtains 75 per cent of its revenue was presented as significant. 
Newspapers and magazines do not compete in that respect to 
any vital extent, the testimony went. 

The present classification of magazines is first class, less- 
carload, and third class, carload. Third and fifth class are 
sought. A minimum weight of 24,000 pounds attaches to the 
present carload classification; complainants would accept 36,000 
pounds. A: thorough presentation of classification characteris- 
tics was made in support of the contention that the present 
classification is “archaic,” and that “Liberty, as now shipped, 
was not contemplated by the present item.” It was said to 
have a “stowage” weight of 52% pounds a cubic foot, “which 
certainly shows that it is not a light and bulky article,” as, it 
was held, is contemplated by the less-carload rating of first 
class.. The complainant had collected only $35.53 from the 
railroads as the result of claims in 1927, it was testified. Those 
claims were for failure to deliver, it was said, the commodity 
not being subject to damage or pilferage. While the production 
cost at the plant amounted to 14.5 cents a pound (two copies), 
the carriers’ liability amounted to only 5 cents a pound, as 
that was the return on sales, it was pointed out. A large 
number of instances were given where the increased popularity 
of a commodity and lowered cost had resulted in a lowering 
of classification ratings. Transportation has not kept pace 
with development in the magazine industry, it was held. 


Victor H. Polachek, of New” York, in charge of Hearst 
Sunday newspapers, began the presentation of intervener testi- 
mony, April 26, designed to make it clear that “in editorial 
policy, advertising and features handled, the American Weekly 
follows newspaper lines rather than those of a magazine.” He 
complemented the historical data introduced by the complain- 
ant with an account of the physical production and character 
of his organization’s commodity. “Because myself and the 
complainant have agreed.to call this a magazine does not make 
it so,” he insisted. To clinch the argument, he suggested that 
it might be agreed between them that the leg of.a cow was a 
cow’s tail, but he was of the opinion that would not change the 
facts. 

He submitted as an exhibit a copy of the American Weekly 
distributed from San Francisco of the same date as a previous 
exhibit submitted by the complainant, distributed from Chi- 
cago, pointing out they were not identical in content, either as 
to feature material or advertising. Further to illustrate the 
difference in editorial policy between the two commodities, he 
called attention to editorial material holding comparable loca- 
tion in copies of the Liberty Weekly and the American Weekly 
which he had before him. “Dance Hall—A Story of Flying 
Feet and a Steadfast Heart,” by Vina Delmar, from Liberty, 
he held, presented very little news. By contrast, the American 
Weekly proclaimed: “The Oyster, Science Proves, Is Not So 
Dumb After All”—all of a “news-tint” character, he pointed 
out, establishing the difference between a magazine and a 
newspaper. The American Weekly has no existence as an 
entity, he insisted, it has no price and cannot be bought as 
such. No objection was offered to such relief as the complain- 
ant might obtain under its charge of unreasonableness of the 
rates to which it was subjected, but Mr. Polachek was in no 
doubt concerning the right of the American Weekly to ride in 
baggage cars. 

_ In view of anticipated inability to complete the hearing 
April 26, an adjourned hearing at Washington about May 7 
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was proposed, as another case was scheduled for he be 
fore the examiner for April 27. No action had been taken 9, 
the proposal at this writing. . 


REPARATION ON GLYCERINE 


Further hearing in docket 19334, Armour & Compa 
against the A. T. & S. F. and others, involving a cjaim ty 
reparation on 11 cars of glycerine shipped from Los An 
to Chicago, was held at Chicago before Examiner Han, 
April 23. 

As testified by W. W. Manker, assistant traffic. ma 
Armour & Company, the shipments were made in 1925 and 199 
the rate assessed being a combination on Kansas City amouy, 
ing to $1.25 a hundred pounds. Tank car equipment was Used, 
Contemporaneously a through rate of 90 cents was applied op 
the commodity in barrels or drums, and subsequent to the Deriog 
of the shipments, a rate of 85 cents on shipments in tank Cars 
was established. Reparation to that basis is asked. The case wa 
previously presented to the Commission on the shortened ppp. 
cedure and reparation was denied. Mr. Manker explaineg 
that the petition of rehearing had been made on the grougg 
that the carriers had offered to settle the claims on the basis 
of the 90-cent rate contemporaneously maintained on the cop. 
modity when shipped in boxcars and that for that reason 
complainants had presented no testimony on the question of the 
reasonableness of the higher rate in their previous submissions 
He introduced evidence in support of the contention that jt 
was uniformly the practice to fix rates on a commodity jy 
tank cars no higher than on the same commodity in packages 
and, in general, attempted to show that the 85-cent rate gyp. 
sequently established was not less than a reasonable maximun 
rate. The average loading of the shipments in question was 
83,177 pounds, he said, and the commodity had a value of § 
cents a pound. - 

The defendants were represented by V. C. O’Herron ani 
G. B. Duffy, of the Santa Fe. They rested their case on the 
record in the former hearing. 











































































LOUISVILLE BRIDGE TOLL 


Testimony at the hearing in docket 21409 and Subs, 1 and 
2, Swift and Company and others against the Pennsylvania 
and others, held at Chicago before Examiner Harris, April 24, 
was confined to proof of payment and bearing of charges by 
complainants on the shipments in question. The complaint 
attacks as unreasonable the assessment of a $3 bridge toll at 
Louisville, Ky., on shipments of live stock from there to Chi 
cago, Cleveland, Indianapolis: and Milwaukee. The complain 
ants rely on the decision of the Commission in the eastern live 
stock cases of 1926, in which the charge was found to be u- 
reasonable. Rates in compliance with the order in those cases 
went into effect last November. The Commission was asked, 
in accordance with an agreement between the parties to the 
case, to defer decision sntil the eastern live stock cases were 
finally disposed of, in view of the latter having been reopened. 
Testimony was presented by W. C. Watson, Swift & Company; 
R. R. Hargis, Wilson & Company, and W. W. Manker, Armour 
& Company. 














SOUTHERN CLAYTON LAW INQUIRY 


The Southern Railway Company, in No. 22120, Interstate 
Commerce Commission vs. Southern, has filed a motion t 
dismiss for want of jurisdiction. In this proceeding the Com 
mission alleges that the Southern has control of the Mobile & 
Ohio and the New Orleans & Northeastern in violation of the 
Clayton act. 

The Southern says it acquired control of the Mobile & Ohio 
in 1901, many years before the Clayton act was enacted and 
that that act is not retroactive. It is denied that commerce is 
restrained by the control of the Mobile & Ohio. It is contended 
also that control of the New Orleans & Northeastern by the 
Southern is essential to the effective continuance of competition 
between the Southern system and the Louisville & Nashville and 
Illinois Central systems, and also that as to the New Orleals 
& Northeastern, the Clayton act provides for an exemption in 
circumstances such as those in the case of the N. O. & N. 








CHANGES IN DOCKET 


Hearing in No. 21960, Pittston Paper Corp. vs. Can. Natl 
Ry. et al. assigned for April 24, New York, N. Y., before Exam 
iner Peterson, was cancelled and reassigned for May 3, at NeW 
York, N. Y., before Examiner Peterson. 

Hearing in No. 21528, Georgia Manganese & Iron Co. 8 
L. & N. R. R. et al., assigned for April 25, at Atlanta, Ga., before 
Examiner Brennan, was cancelled. 

Hearing in No. 21758, J. B. Burwell Supply Co. vs. C. R.} 
& P. Ry., et al., assigned for April 27, at Oklahoma City, Okla. 
before Examiner Brown, was canceled. 

Hearing in I. & S. 3256, Woodpulp, carloads, from mill points 
in New England to restinations in N. Y., assigned for April % 
at Boston, Mass., before Examiner Fiedler, was postponed 
a date to be hereafter fixed. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


f Reporters and Digests of National Reporter 
(Digests tox oublished by West Publishing Co, St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 
(Court of Appeals of Louisiana, Second Circuit.) In so far 


receipt or bill of lading for goods delivered to carrier for 
transportation involves contract for carriage, its contents can- 
a pe varied by parol testimony.—Raphiel vs. American Rail- 
way Express Co., 120 Sou. Rep. 786. ; 

In action against express company for value of diamond 
ring lost in transit, it was permissible for defendant to show 
that package did not contain ring and that contents were of 
jess value than that placed by shipper, since contents of receipt 
for goods delivered to carrier for transportation may be con- 
tradicted by parol evidence showing less quantity or less value 
than declared by shipper.—Ibid. 

In action against express company for loss of ring delivered 
to it for transportation, defendant, having accepted package as 
presented without investigation, and having accepted shipper’s 
valuation, had burden to show that package did not contain 
articles worth such amount, since issuance of receipt was 
acknowledgment that it had received property of such value 
and production of receipt made prima facie case, raising pre- 
sumption that articles of that value had been received.—Ibid. 

Rules relating to bills of lading, in so far as they may be 
considered receipts for goods, apply to express receipts.—Ibid. 

In action against express company for loss of diamond ring 
delivered to it for transportation, defendant held to have failed 
to discharge burden to disprove recitals of its receipt by showing 
that package delivered to it did not contain articles of value 
stated.—Ibid. 


Where diamond ring which was in package when delivered 
to express company for transportation was not in package when 
it reached destination, it was duty of express company to ac- 
count for its loss, and failure to do so rendered it liable for 
value thereof.—Ibid. 

In action against express company for loss of diamond ring 
delivered to it for transportation, evidence held sufficient to 
show that value of rings in package when delivered to defend- 
ant was as much as. $400, as claimed by plaintiff.—Ibid. 


TELEGRAPHS AND TELEPHONES 


(Supreme Court of South Carolina.) In action for damages 
by failure promptly to notify sender that misdirected telegram 
had not been delivered, motion for nonsuit should have been 
granted, in absence of evidence that plaintiff would have notified 
addressee to divert shipment as directed in telegram had notice 
of non-delivery been received or that addressee could or would 
have done so in time for cars to reach intended market within 
time contemplated.—South Carolina Peach Growers’ Assn. vs. 
Western Union Tel. Co., 146 S. E. Rep. 873. 

Under the federal law, claim for damages by failure promptly 
to notify sender of non-delivery of misdirected interstate tele- 
gram must be filed within 60 days in name or on behalf of 
Plaintiff to recover in action therefor.—lIbid. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Washington.) It could not be decided 
a8 a matter of law that automobile freight service, rendered 
by person in certain territory without certificate of convenience 
and necessity, not commenced until subsequent to January 15, 
1921, gave the operator of the service any preference right to cer- 
tificate of public convenience and necessity requested by him, 
under Rem. Comp. Stat., section 6390, providing that certificate 
shall be granted when it appears person, firm, or corporation 
operating service was actually operating in good faith over 
route for which certificate is sought on January 15, 1921.— 

Ppman et al. vs. Department of Public Works et al., 275 
Pac. Rep. 70, 

Supreme Court of Washington would not be warranted in 
interfering with decisions of state department of public works 
granting certificate of public necessity and convenience to one 
applicant to operate automobile truck service over certain route 
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and denying application of another, unless discretion of depart- 
ment was abused.—Ibid. 

(Supreme Court of Washington.) That railroad exacted 
tariff rate for log shipments between particular points which 
was discriminatory as compared with special rate given from 
another point held not to entitle shippers to reparation under 
Rem. Comp. Stat., sections 10433, 10434, for overcharge, where 
rate complained of as excessive was in accordance with estab- 
lished general log tariff applicable to all of railroad lines in 
the territory and discrimination resulted merely from compari- 
son of that rate with special rebate—Oregon-Washington R. 
& Nav. Co. vs. Department of Public Works et al., 275 Pac. 
Rep. 87. 

Right of reparation in favor of complaining shipper and 
against carrier, under Rem. Comp. Stat., sections 10433, 10434, 
results only when overcharge has been exacted from the com- 
plaining shipper, and does not result from carrier’s allowing 
some other favored shipper to make shipments at an insufficient 
charge.—Ibid. 

Where conditions for shipping logs were a»proximately 
identical on two lines of defendant’s railroad except as to dis- 
tance, order of department of public works requiring railroad 
company to remove discrimination existing between rates for 
log shipments on the two lines, resulting from rebate given 
< — extending to shippers from one point, held justified. 
—Ibid. 


(Supreme Court of New Mexico.) Findings by the state 
corporation commission that rates fixed by it are just, reason- 
able and non-discriminatory, will be sustained if supported by 
substantial and satisfactory evidence.—Gilliland Oil Co. of New 
Mexico vs. Atchison, T. & S. F. Ry. Co., 275 Pac. Rep. 93. 


If rates fixed by the state corporation commission are just 
and reasonable, this court will not refuse to enforce them 
because discriminatory as against interstate commerce.—Ibid. 


ox 





Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
a by West Publishing Co., St. Paul, Minn. 
opyright, 1928, by West Publishing Co.) 





(Circuit Court of Appeals, Second Circuit.) Under charter 
providing that ‘“charterers are to furnish cargo alongside 
steamer within reach of steamer’s tackles as fast as steamer 
can load in suitable hours and weather,” evidence was inad- 
missible that it was customary at loading ports to load cargo 
into one or two hatches at a time, though vessel was prepared 
to receive at four hatches; rate at which vessel could take 
cargo being measure of proper dispatch.—Steamship Co. of 1912 
j= C. H. Pearson & Son Hardwood Co., Inc., 30 Fed. Rep. (2d) 
770. 

Under charter requiring charterer to furnish cargo along- 
side of steamer as fast as steamer could load in suitable hours 
and weather, and providing that all stevedoring should be for 
account of ship, failure of vessel to furnish sufficient stevedores 
to take care of cargo alongside vessel would entitle charterers 
to abatement pro tanto of any demurrage for failure to furnish 
cargo as fast as steamer could properly load.—Ibid. 


Anchoring of vessel too far out in a place not customary, 
thereby causing some unecessary delay in loading, would cause 
abatement pro tanto of any demurrage for delay in loading ship. 
—Ibid. 


Where charter of vessel called for cargo of “about 400,000” 
feet of logs and charterers furnished 371,479 feet, held that 
vessel was not entitled to dead freight for the deficiency, which 
was only about 7 per cent, in view of testimony that variation 
to extent of 10 per cent was customary construction of word 
“about.”—Ibid. 

In allowing dead freight to vessel for deficiency of goods 
shipped under the quantity required by charter, award should 
have been based on net rate instead of gross rate, since vessel 
owner to earn gross freight would have had to pay for loading 
and discharging and other expenses; correct measure of dam- 
ages for dead freight being gross freight on cargo not shipped, 
less any expenses saved by steamer because of not carrying it. 
—Ibid. 

(District Court, D, Maryland.) Evidence held insufficient 
to establish that damage to cargo of barge was because of fact 
that boat was too heavily laden for voyage dtring that par- 
ticular time of year.—Davison Chemical Co. vs. Eastern Transp. 
Co., The Vincent McNally, 30 Fed. Rep. (2d) 860. 

Evidence held insufficient to establish that damage to cargo 
of barge was because tug was inadequate for tow of number 
of barges taken.—Ibid. 

Evidence held insufficient to establish that damage to cargo 
of barge was result of failure to equip hatches with two tar- 
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paulins instead of one, in accordance with usual custom as to 
stowage of cargo.—lIbid. 

(Circuit Court of Appeals, Fourth Circuit.) Findings of 
trial judge on questions of fact are entitled to great respect, and 
will not be disturbed on appeal unless they are clearly wrong. 
—Davison Chemical Co. vs. Eastern Transp. Co., 30 Fed. Rep. 
(2d) 862. 

vinding that damage to cargo of acid phosphate by reason 
of water gaining entrance through hatches of barge was caused 
by a peril of the sea, within exception in bill of lading, held 
sustained by evidence.—lIbid. 

“Perils of the sea” are all marine casualties resulting from 
the violent action of the elements, as distinguished from their 
natural, silent influence on the fabric of the vessel.—Ibid. 

Damage to cargo by seawater is caused by peril of the sea, 
within meaning of that term in contract of affreightment, when 
it is shown that cause of entrance of water was not unsea- 
worthiness of ship, negligence of captain or crew, or ordinary 
wear and tear to be expected in usual course of navigation, 
but unusual stress of weather or violent action of the elements. 
—Ibid. 

A storm, in order to constitute a peril of the sea, need not 
be of such intensity as not to be anticipated at particular season 
of year, and damages arising from rough seas are within excep- 
tion of bill of lading, in case there has been no want of reason- 
able care and skill in fitting out ship and managing it.—Ibid. 


















































ARE CANAL ZONE PORTS FOREIGN? 


The question whether transportation of mails between the 
United States and the ports in the Canal Zone is to be paid 
for at the same rates as for the transportation of mails between 
the United States and a foreign port is raised on a petition 
presented in the Supreme Court of the United States by the 
Luckenbath Steamship Company, for a review of judgment of 
the Court of Claims against the steamship company. 

This was a suit in the Court of Claims for the recovery 
of $30,370 which the petitioner claimed was the amount of com- 
pensation certified by the Postmaster-General as due the peti- 
tioning Company for the transportation of various classes of 
mails of the United States between the ports of the United 
States and the Canal Zone in the period December, 1925, to 
June, 1926. It is asserted, in connection with this claim, that 
the Postmaster-General had allowed a similar foreign service 
payment for like transportation, but in the present case the 
payment was disallowed by the general accounting office on 
the ground that the transportation in question was not the 
carriage of mails between the United States and a foreign port. 

The Department of Justice in a brief filed in opposition 
to a review of this case, contends that the Canal Zone, with 
the exception of the cities of Panama and Colon and the harbors 
adjacent to said cities, is a “possession” of the United States. 
It is further contended by the department that the Postmaster- 
General was not authorized to pay the petitioner for the trans- 
portation of mails between the ports of the United States and 
the Canal Zone the compensation prescribed for the transporta- 
tion of mails between the United States and a foreign port. 


I. C.C. MUST AWARD REPARATION 


The Supreme Court of the District of Columbia, in what 
are known, popularly, as the Montgomery and Nashville grain 
cases, has held. that, in those cases, it was the mandatory, min- 
isterial duty of the Commission to have awarded reparation to 
the complainants on shipments of grain that moved after the 
Commission found the rates unreasonable up to the time the 
reduced rates were put into effect. By Justice Hitz it has 
issued writs of mandamus requiring the Commission to make 
such awards. The cases will be taken to the Supreme Court 
of the United States. 


Justice Hitz did not write an opinion, but said that he 
sustained the contentions of the relators to the effect as herein- 
before set forth. 

The cases before Justice Hitz were United States ex rel. 
Capital Grain and Feed Co. vs. Interstate Commerce Commis- 
sion, and United States ex rel, Ralston Purina Co. vs. Interstate 
Commerce Commission. They grew out of the denial of repara- 
tion by the Commission in Capital Grain and Feed Co. vs. 
Illinois Central et al., 118 I. C. C. 732, and Traffic Bureau of 
Nashville et al. vs. Louisville & Nashville et al., 118 I. C. C. 748. 

In those cases the Commission found unreasonable, for the 
future, and unduly prejudicial the rates on grain and grain 
products from Missouri and other western grain states to 
Montgomery, Ala., and Nashville, Tenn. It found the rates 
unduly preferred lower Mississippi Valley destinations and the 
effect, in the Montgomery case, the Commission said, would 
be to raise those to Meridian, Miss., Mobile, Ala., and Pensacola, 
Fla., and to reduce them to Montgomery. The two cases were 
almost identical. 

On account of the effect the decision would have, the Com- 
mission applied the rule it uses in respect of reparation in 
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general revision cases and denied any refund to the complain. 
ants. 

The complainants, represented by C. E. Cotterill, contended 
that as to the period prior to the decision the statute made it 
the duty of the Commission to hear and decide any cage jp 
which it was alleged that a charge previously exacted Wag 
unreasonable; that merely because the shipper’s complaint in 
that regard might be consolidated with a general investigation 
could not excuse the Commission from performing that duty. 
and that it could make no difference in the decision of the 
complaining shipper’s reparation case that some other shipper 
at some other point, might receive an increase in rate, In 
other words, that the Commission’s theory in denying repara. 
tion merely because the case had been made part of a “generaj 
investigation” was unsound and to amount to a mere failure 
to exercise jurisdiction conferred by the statute. The com. 
plainants contended that it was the duty of the Commission 
to decide one way or the other whether the rates on grain to 
Montgomery and Nashville, since 1921, were or were not mp. 
reasonable notwithstanding the effect of a general revision op 
rates to Mobile, Pensacola and Meridian. 


SUPREME COURT ACTION 


The Supreme Court of the United States, April 22, in No, 
789, Bartlesville Zinc Co., petitioner, vs. Interstate Commerce 
Commission, denied a petition for a writ of certiorari to the 
Court of Appeals of the District of Columbia. In this case the 
Bartlesville company unsuccessfully sought in the lower courts 
a peremptory writ of mandamus directing the Commission to 
award reparation in No. 11468, Bartlesville Zinc Co. vs. Director 
General, as agent, and then sought review in the highest court, 
which was denied. 

In No. 771, Lesser-Goldman Cotton Co., petitioner, vs. Mig- 
souri Pacific, the court denied a petition for writ of certiorari 
for review of a lower court decision sustaining the contention 
of the carrier that it was not liable for damages on account of 
loss of a cotton shipment by fire. 

In No. 763, Chicago, Milwaukee, St. Paul & Pacific, peti- 
tioner, vs. Department. of Public Works of the state of Wash- 
ington et al., the court denied a petition for writ of certiorari 
to the Supreme Court of Washington, which had upheld an 
award of the Washington commission for refund of overcharges 
on shipments of saw logs. 

A petition for a writ of certiorari to the Circuit Court of 
Appeals, ninth circuit, was denied in No. 796, Santa Fe, peti- 
tioner, vs. H. F. Keddy, a personal injury case. 

In No. 495, Atlanta & Charlotte Airline Railway Co., peti- 
tioner, vs. R. F. Green, a persohal injury case, the Supreme 
Court of South Carolina was reversed. 


ADVERTISING ON PRIVATE CARS 


A resolution adopted by the board of directors of the Amer- 
ican Railway Association against the practice of use of privately 
owned cars for advertising purposes has been made public by 
R. H. Aihston, president of the association. 

It is set forth in the resolution that, notwithstanding the 
heavy volume of traffic in 1926, 1927 and 1928, the record of 
the railroads has demonstrated their ability to meet all reason- 
able demands of the shipping public for transportation service. 

Private car lines, it is stated, are seeking to serve individ- 
uals, firms and industries with equipment similar in type or 
character to that which is readily available from the railroads 
or car lines within their control, and such service is contingent 
on the privilege granted to put advertising matter on the sides 
of such equipment. 

Such lettering or marking of cars excludes or makes objec- 
tionable the use of such cars to any other similar service either of 
individuals, firms or industries, and discriminates in favor of 
those whose names or other advertising matter appears on the 
cars, it is asserted. In conclusion the resolution states: 


Whereas, The cars referred to are not in any way different in 
physical construction, or as a facility for transportation of goods, to 
cars of railroad or railroad controlled ownership engaged in regular 
service, and such use imposes upon the railroads additional operating 
expense in unnecessary empty mileage, switching, road haul, etc. 
therefore be i 

Resolved, That unless there is a discontinuance of the efforts on 
the part of builders, owners or lessors of such equipment to further 
extend this practice it will be found necessary for the railroads to 
promulgate rules and regulations declining to move or accept in inter- 
change equipment of any character containing shippers’ advertising; 
and be it further 

Resolved, That this declaration of policy be generally disseminated 
to shippers, private car owners, equipment builders and such of the 
public as may in any way be interested. 


COMMUNICATIONS BILL 


Senator Couzens, of Michigan, has introduced S. 6, a bill 
to provide for the regulation of the transmission of intelligence 
by wire or wireless. The bill provides for a commission of 
five members. Jurisdiction now vested in the Interstate Com- 
merce Commission over transmission of intelligence by wire 
or wireless would be transferred to the new commission. 
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Enlarged Opportunity for Traffic Manager 


Need for High Executives in Distribution Field—Norman F. Titus Points Out Possibilities for 
the Traffic Man in Use of Material Handling Equipment 


(Address by Norman F. Titus, general manager, New York- 

New Jersey Business Associates, formerly chief of the trans- 

rtation division, U. S. Department of Commerce, before the 
Associated Traffic Clubs of America, New York, April 11.) 


An occasion of this kind, when the traffic clubs of 
America are in annual convention, is an opportune time to 
set aside the details of daily routine and focus attention on 
the ideals and objectives of the traffic and transportation 
profession. Having this viewpoint in mind, it seems to me 
that one of our greatest objectives should be the develop- 
ment of vice-presidents in charge of distribution. I have 
been led to this conclusion from the fact that an industrial 
revolution is now in process and is creating an imperative 
need for high executives in the distribution field. 

Early in the nineteetnh century the first phase of this 
industrial revolution was brought about by the introduction 
of machines and a consequent replacement of labor. With 
the development of machinery came systematized manage- 
ment. This management was deficient because it ignored 
the individual worker as a human being and overlooked his 
actual performance. In the latest phase of this industrial 
revolution the stupendous growth of American industry has 
emphasized the defects of the old methods—has urged im- 
provements in management and in greater recognition of 
the human element. This development has produced re- 
markable results, yet today we are on the threshold of a new 
phase wherein lies the opportunity for the transportation 
fraternity. 

A factor transcendent in our industrial revolution to 
date has been the unquestioned leadership of American in- 
dustry. It presents the striking anomaly of paying the 
highest real wages in the world, yet competing successfully 
with nations of a lower standard of living. Its success has 
been so conspicuous that commissions have come from Eu- 
rope and Australia in the last two or three years to discover 
the economic trick whereby such unusual results have been 
accomplished. The truth is there is no trick save that 
America’s attainment has been due to social as well as 
economic forces. Nevertheless, the fact remains that our 
achievements have been and are the marvel of all the nations. 

Analyzing these achievements, however, discloses that 
they are mainly the perfection of production. American 
skilled engineers have started with the origin of the raw 
materials and examined each step of manufacturing up to 
the completion of the process and the delivery of the goods 
to the shipping room, ready for distribution to the customer. 
They have divided the processes into component parts, study- 
ing the time factors involved in the handling of a tool or 
the shifting of a piece of material, eliminating in that way 
one detail of waste after another. Eagle-eyed efficiency ex- 
perts have rearranged machines and even redesigned fac- 
tories to save a few steps for the worker or to shorten time 
and distance between raw material and finished product. 
Thus we have developed what is known as straight-line 
production. 

Straight-Line Distribution 


In spite of such distinctive achievements in production, 
engineers, to a large extent, have overlooked another vital 
factor—distribution. It is just as necessary to achieve 
straight-line distribution as to achieve straight-line produc- 
tion. The opportunities for waste and inefficiency exist, in 
large numbers, in the movement of goods from producer to 
consumer. In this cycle we have: 

Movement of goods in factor’s shipping department ; 


containers and interior packing materials ; packing processes ; 
car-loading, or cartage to freight shed or pier; line haul of 
transportation company; handling of transportation com- 
pany (loading, unloading, etc.); car unloading or cartage 
from carrier to buyer; handling in buyer’s receiving room. 

These operations of packing, handling, and transporta- 
tion constitute the field of physical distribution, which costs 
industry today approximately twelve million dollars. In 
1927 engineers appointed by Mr. Hoover to outline his 
campaign of waste elimination conservatively estimated dis- 
tribution losses through inefficiency to be at least ten per 
cent, although, in certain of the operations, the losses were 
estimated to be many times this per cent. Obviously, this 
drain on industry reaches a staggering total. 


Physical Distribution Accomplishments 


In the field of physical distribution the transportation 
company bears but a minor part of the cost, the larger part 
being within the control of shipper and buyer. In this 
domain of physical distribution there have been distinctive 
accomplishments along the following lines: 

1.—Packing engineering: Through this agency, ship- 
pers have been able to reduce the quantity of lumber and 
nails in their containers, though yet producing a stronger 
package. For instance, 25 cents a crate saved in materials 
on 300,000 crates increases dividends $75,000. 

2.—Material handling: The most striking advance in 
this field has been through the use of skid platforms and lift 
trucks; also mechanical devices—belt conveyors, tiering ma- 
chines, etc. 

3.—Extended use of the motor truck: Traffic experts 
are recognizing the motor truck as a co-operative rather than 
a competitive factor in transportation. Outstanding illus- 
trations of this co-operation in railroading are found in 
store-door delivery, handling of unit containers, and in ter- 
minal transfer. 

4.—Progress in rail and ocean transportation: A per- 
tinent example is the recent announcement by the American 
Railway Association that railway efficiency has increased 58 
per cent since 1920. 

5.—Development of inland waterways: Governmental 
demonstration and European example reveal an enlarged 
scope for the handling of bulk raw materials through the 
medium of inland waterways. 


Possibilities in Material Handling 


Time does not permit an exhaustive analysis of each of 
these factors, but recent developments in the field of mate- 
rial handling indicate possibilities of unusual significance to 
the traffic manager in the use of skid platforms and lift 
trucks. 

Investigations by the Department of Commerce reveal 
that about 100,000 hand-lift trucks and 8,000 power-lift 


_trucks are now in service. Total capital now invested in this 


equipment is estimated at $75,000,000 and present annual 
production at $16,000,000, the latter not including skid plat- 
forms made by users. 

At the material handling conference held by the Depart- 
ment of Commerce in June, 1928, the first essential stand- 
ardization was accomplished by the adoption of two clearance 
heights for skid platforms—namely, 8 and 12 inches—and 
of a minimum clearance of 29 inches between supports. 
Lift truck manufacturers have agreed to conform to these 
standards. 

It has been estimated that the direct cost of material 
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handling in the United States approximates $3,500,000,000 a 
year and, of this amount, $700,000,000 is estimated as the cost 
of handling, loading, and unloading goods that can be shipped 
on skid platforms. Investigations already completed among a 
large number of users of skid platforms and lift trucks indicate 
direct savings ranging from 25 per cent to 90 per cent in cost 
of packing, handling, loading, and unloading. While the inves- 
tigation in this field is still in its initial stage, indications seem 
to point to the possibility of ultimate savings amounting to from 
$200,000,000 to $500,000,000 annually. 

Recent investigations have brought to light some note- 
worthy instances of savings accomplished through the use of 
skid platforms and lift trucks. The Chicago, Milwaukee, St. 
Paul & Pacific reduced the labor pay-roll in its storekeeper’s 
department over $15,000 a month. In accomplishing this saving 
an analysis disclosed a reduction of manual operations in han- 
dling brake shoes from 175 to 7, and in handling brake beams 
a reduction from 200 to 10 operations. In the Hupp Motor 
Company the old methods of unloading a car of crank shafts 
required 8 men 7% hours at a cost of $24; by means of skid 
platforms and lift trucks one driver and one helper unloaded 
the car in 45 minutes at a cost of 98 cents. The New York 
Central at Weehawken and one of its other terminals reduced 
its handling cost from 88 cents to 32 cents. The Detroit and 
Cleveland Navigation Company last summer gave away to its 
customers 4,000 skids of an approximate cost of $10,000, know- 
ing it would save an amount greater than this in its stevedore 
pay-roll when its customers used these skids. 


Skid Rental 


Until recently, the use of skid platforms and lift trucks has 
been confined largely to inter-plant movement. A greater field 
of usefulness has been restricted by the multiplicity of sizes 
and the impracticability of return of empty skids. As has been 
noted, the efforts of the Department of Commerce have brought 
about standardization to two sizes and attempts are now being 
made to solve the problem of the return of empties. Several 
concerns are planning to establish a chain of skid rental depots 
throughout the industrial territory of the United States. By 
this method, the shipper would rent skids from the depot in 
his city and the ccnsignee would return the empties to the 
warehouse in his locality. This method would eliminate the 
cost of packing, accomplish a great saving in handling, and 
obviate the necessity of purchase, manufacture, or return of 
skids. This new development in material handling offers larger 
opportunities to the traffic manager to secure rich returns for 
his employer. 

Progress in this field of distribution demands the exercise 
of that noble virtue, capacity for taking infinite pains. This 
statement recalls to my mind the words of our greatest prac- 
tical economist, President Hoover, who has said: 


Depots 


There is no room for soap box oratory in this theme. It is nec- 
essary to get down into the dry economic fundamentals of our dis- 
tribution system, for remedy lies in more tedious work of investiga- 
tion and negotiation and decision.- It is easy to be entertaining if 
we set up straw men and wail at their destruction of human liberty, 
to. effect the discovery of wicked profiteers and leeches who are 
sucking out the blood of the nation, but there is little poetry and 
no recreation in working out these problems trade by trade. 

I wish at once to make it clear that in speaking of waste, I do 
not mean waste in the sense of wilful waste, but economic waste, 
which is the natural outgrowth of a competitive system. I do not 
mean the waste that dny single individual can correct by his own 
initiative, but the waste that can only find remedy in collective 
action. Nor are the wastes to which I refer to be corrected by any 
extension of the Ten Commandments, or by any legislative extension 
thereof. You cannot catch an economic force with a policeman. 


New Conception of Traffic Management 


Such are the factors involved in the problems of physical 
distribution. They also reveal a new conception of the busi- 
ness of traffic management. As in the theological field, so, also, 
in this domain do we find fundamentalists and modernists. The 
conservative hesitates to discard husky man power and the de- 
pendable hand truck; the progressive, however, sees an effec- 
tiveness in the skid and the belt conveyor. The old order 
changeth, yielding place to two strong principles enunciated 
by the modernist; they are: 

1. “Handling materials adds cost, but adds no value.” 

2. “The answer to competition is wasteless distribution.” 

Engineering talent is now being directed to physical dis- 
tribution and it becomes increasingly important to provide a 
personnel properly to direct the necessary material handling 
operations. Unquestionably, we shall see the development of 
a profession of distribution engineering, but, as many plants 
are too small to afford a distribution engineer, and, furthermore, 
as so much of the field of physical distribution has to do with 
transportation, it is apparent that, in many establishments, 
control of physical distribution will be largely within the traffic 
department. Thus, the problem of material handling becomes 
related intimately to the development of industrial traffic 
management. 

Therefore, I perceive an enlarged opportunity for the traffic 
manager as a vice-president in charge of distribution. Here is 
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an objective that challenges the spirit and calls forth ay that 
is best in ability and enthusiasm. Surely, this Seneration 

America is bound to triumph in the field of distribution, ag did 
the last generation in the field of production. 


R. R. REVENUES AND EXPENSES 


The Commission’s official statistics on operating revenues 
and operating expenses of Class I railroads, compiled from 
carrier reports by the bureau of statistics, for February 
the two months ended with February, for the United States 
as a whole, follows: 


FEBRUARY 
1929 1928 
Average number of miles operated 240.801.67 240,000.35 
Revenues: 
Freight 
Passenger 
Mail 


$362,957,321 
*68,246,730 


All other transportation 
Incidental 

Joint facility—Cr 

Joint facility—Dr 


Railway operating revenues 456,844, 297 


Expenses: 


Maintenance of way and structures... 
Maintenance of equipment 94,163,172 94,580,212 
Traffic 10,256,399 9,952,249, 
Transportation ........ CU erwe bd eeee 170,605,905 168,595,063 
Miscellaneous operations 4,470,062 4,345,663 
General 15,499,421 15,825,516 
Trans awe 712,431 


1,037,451 
349,683,777 


348,698,062 
Net revenue from railway operations.... 125,428,401 108,146,166. 
29,12 


Railway tax accruals 3 6 
Uncollectible railway revenues 82,594 ; 
93,922,642 


7,242,086 
1,911,394 


84,769,162 
73.60 


55,401,249 56,436,809 


Railway operating expenses 


119,395, 
78,899,919 


7,279,099 
1,797,635 


69,823,185 
76.33 


Railway operating income 


Equipment rents—Dr. balance 
Joint faeility rent—Dr. balance 


Net railway operating income.... 
Ratio of expenses to revenues (per cent). 


TWO MONTHS 


Average number of miles operated....... 240,804.07 239,975.71 

Revenues: 
Freight 
Passenger 


$729,341,024 
$143,084,678 


$683,831,261 
§148,026,569 

15,465,197 
Ss 17,208,608 
All other transportation 30,659,253 
Incidental 17,884,736 
Joint facility—Cr 2,123,140 
Joint facility—Dr 723,072 


Railway operating revenues 914,475,692 


Expenses: 
Maintenance of way and structures... 
Maintenance of equipment 
Traffic 
Transportation 
Miscellaneous operations 
General 
Transportation for investment—Cr.... 


113,688,630 
194,246,675 
20,892,828 
- 350,249,314 
9,277,797 
31,716,180 
1,459,892 


718,611,532 712,288,475 
Net revenue from railway operations.... 242,902,684 202,187,217 
Railway tax accruals 62,709,417 57,796,670 

55,460 212,269 
180,037,807 144,178,278: 


14,281,541 14,189,769 

3,868,350 ,720,399 

161,887,916 126,268,110 
74.74 


77.89 


114,867,535 
192,213,469 
20,427,919 
345,629,137 
9,014,661 
32,135,957 
2,000,203 


Railway operating expenses 


Net railway operating income.... 


Ratio of expenses to revenues (per cent). 


*Includes $0343 sleeping and parlor car surcharge. 


yIncludes $3,034,433 sleeping and parlor car surcharge. 


tIncludes $6,514,558 sleeping and parlor car surcharge. 
§Includes $6,329,638 sleeping and parlor car surcharge. 


PANAMA RAILROAD DIVIDEND 


The War Department has announced that the government 
owned and operated Panama Railroad Company has declared 
an extra dividend of 5 per cent on the capital stock of the com- 
pany. A check for $350,000, representing the amount of the 
dividend on a capital stock of $7,000,000, has been transmitted 
for deposit to the Secretary of the Treasury. The dividend is 
an advance dividend for the current fiscal year. The department 
said it was believed that another dividend would be declared 
after the close of the current fiscal year, making a total of 10 
per cent for the year. Since August 5, 1923, according to the 
statement, dividends totaling $3,150,000 have been declared and 
paid into the federal treasury by the company. 
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This 11,000 Mile Landslide 


takes place every 24 hours 


\ , JE may wonder that the center of gravity re- 


: mains the same when we consider the vast 



























shipments of earth which roll daily over the 11,000 
miles of the Pennsylvania Railroad. An average of 





approximately 830 carloads of clay, gravel, sand, 





_ Below are six of the Penn- 
sylvania’s famous ‘‘Limiteds 
of the Freight Service’’ 
whose regularity and on time 
dependability have earned 
them distinctive names: 





and stone is transported every 24 hours, 302,262 






carloads in a single year. 





There could be no better indication of the growth 
of American business than these constantly mount- 








ing freight tonnage totals. To a very considerable 





THE ECLIPSE 
Merchandise 
St. Louis to Seaboard Cities 





extent the “revolutions per minute’ of the wheels 






of business are regulated by the speed of the wheels 
of freight cars—and the dependability of freight 





THE VALET 
Perishable— Merchandise 
Seaboard Cities to Louisville 






service. 







THE NORTH STAR 
Perishable— Merchandise 
Pittsburgh to Buffalo 


There are 2,500 to 3,000 daily Pennsylvania 






freight trains. Nearly every one of them runs on 
schedule—and executes that schedule with the 






THE WHITE MOTH 
Perishable— Merchandise 
Seaboard Cities to Ft. Wayne 






regularity and on time dependability of a passen- 
ger train. The Pennsylvania’s famous fleet—the 
“Limiteds of the Freight Service’”—sets monthly 
records of 98% for on time arrivals. 






THE MIAMI 
Merchandise 
Detroit to Cincinnati 







THE GREYHOUND 
Live Stock 
St. Louis to Seaboard Cities 















. eae > 


mee 
seta ae ee 


PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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Freight Tariffs 


Sixth of a Series of Twenty-Six Articles on This Subject, Written for The Traffic World by 
G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 
University of Pennsylvania 


The powers of attorney and concurrences discussed in the 
preceding article may be revoked and cancelled by the car- 
riers issuing them on the filing of due notice to the Com- 
mission and to the agents or carriers to whom the powers 
of attorney or concurrences have been given. Rules to gov- 
ern the revoking of these grants of power or acquiescence 
are prescribed by the Commission. 

Powers of attorney may be revoked on not less than sixty 
days’ notice by the filing of notices of revocation with the 
Commission. At the same time, copies of the notices of 
revocation must be served on the agents in whose favor 
the powers of attorney were executed. These notices must 
not bear separate serial numbers, but the forms and numbers 
of the powers of attorney to be revoked must be specified. 
The agents in whose favor the powers of attorney were ex- 
ecuted must be named and the dates on which the revoca- 
tions are to become effective must be shown. The effective 
dates of the revocations must be not less than sixty days 
subsequent to the dates on which the notices are received 

by the Commission. 

' Revocation notice must be couched in the terms shown in 
Form No. 1. : 

, Authority to publish tariffs for carriers may be transfer- 
red from the original agents and alternate agents to other 
agents and alternates by filing new powers of attroney for 
the agents and alternates to serve in the future. These new 
powers of attorney must specifically cancel the previous 
powers of attorneys. 

If either the principal or alternate agents are unable to 
serve in their capacities because of death or disability, new 
powers of attorney must be filed cancelling the effective 
powers of attorney within 180 days. The new powers of at- 
torney must designate the principal and alternate agents to 
serve thereafter. The transfer powers of attorney must not 
bear effective dates. The originals of these documents must 
be forwarded to the new principal agents and not sent by the 
carriers granting the powers to the Commission. New prin- 
cipal agents, after they have otbained all of the necessary 
authorizations, must file all the originals of the powers of 
attorney with the Commission at one time. The powers of 
attorney then become effective on the dates they are re- 
ceived at the office of the Commission for filing." 


The Revocation of Concurrences 


Concurrences given by carriers to other carriers or their 
agents establishing the bases of participation in joint rates 
also may be revoked and cancelled by the carriers at their 
discretion, subject to specific rules of the Commission. 
The notices of revocation must be given not less than 60 
days prior to the effective dates. Copies of the notices must 
be served at the same time on the carriers to which the con- 
currences were given or on their agents publishing the tariffs 
under powers of attorney. 

These revocation notices must not bear separate serial 
numbers, but they must specify precisely the forms and 
numbers of the concurrences to be revoked, the dates on 
which the concurrence revocations are to become effective, 
and the carriers or their agents in whose favor the concur- 
rences were granted. The sixty days’ notice of revocation 
dates from the dates the revocations are received by the 
Commission.” 

The form prescribed for the revocation of concurrences 
is shown in Form No. 2. This form only must be used by 
all carriers cancelling their concurrences. 


Tariff Circular No. 20, Rule 26, c and d. 
3Rule 26, e. 


Transfer of Concurrences 


Two ways are available to enable carriers to transfer tar- 
iff concurring authority from one agent and alternate to 
another agent and alternate to whom concurrence forms 
F X 6, 7, 8 and 9 have been given. 

In the first place, the concurrences formerly granted may 
be replaced by new consolidated forms naming the principal 
and alternate agents to serve from that time on. The new 
forms cancel the old ones. 

In the second place, the old concurrence forms may be 
amended by issuing and filing a transfer notice for each 
concurrence. The transfer notices must name the principal 
and alternate agents who are thereafter to serve the carriers, 
and must state that the concurrences will serve after the 
filing of the transfer notices, as authorization for the par- 
ticipation of the carriers granting the transfer notices in 
the tariffs or supplements filed by the new agents or alter- 
nate agents. If the principal or alternate agents named in 
consolidated concurrence forms die or are disabled, the con- 
currences must be amended or replaced, as described above, 
within 120 days. 

Form No. 3 is a concurrence transfer prescribed by the 
Commission for use by all carriers subject to the interstate 
commerce act. 

Transfer notices drawn up by the carriers as .shown in 
Form No. 3 must be signed by the proper officer of the 
traffic departments of the carriers. No serial numbers may 
be shown other than those of the concurrence forms to 
which the transfer notices apply. Neither the new consoli- 
dated concurrence forms nor the transfer notices bear ef- 
fective dates. 

The originals of these authorizations, together with dupli- 
cate copies, are forwarded by the carriers issuing them to 
the newly appointed principal agents. The agents file all 
the originals with the Commission after receiving them from 
the carriers, retaining duplicate copies as their records of 
the authority conferred on them. The notices become effec- 
tive on the dates they are received by the Commission.’ 


Liability for Failure to Honor Revocation 


After a carrier has revoked a power of attorney or a con- 
currence, a corresponding revision of the tariff or tariffs 
effected must be made on statutory notice (not less than 
30 days) after the effective date of the note of revocation. 
If the carrier fails to revise the applicable tariff or tariffs, 
the rate in these publications continue in effect. If the rates 
are joint rates, the carrier revoking its power of attorney 
or concurrence is entitled to earn its full local rates after 
the effective date of the revocation. If the tariffs are pub- 
lished by carriers, the carriers at fault are held liable to 
the carriers revoking the concurrences for the differences 
in charges under the tariffs as they are and the charges as 
they would have been had they been corrected in accord- 
ance with the notices of revocation. In cases where the tar- 
iffs are published by agents, the other carriers constituting 
the full joint routes are held responsible for any differences 
in charges.* 


Specifications for Notices 


Detailed specifications are prescribed by the Commission 
for use in connection with preparing the following docu- 
ments; 1, powers of attorney; 2, certtificates of concurrence; 
3, revocation notices; and 4, transfer notices. 


Rule 26, f. 
*Rule 26, g. 
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Oakland’s Preferential 
Freight Rate District 


Includes 


TWO-THIRDS 


of California’s Area 


ii 


| 
=| 





WING to Oakland’s central location and 

its splendid shipping facilities, this city 
is the logical point from which to distribute 
merchandise to the markets of the eleven 
western states. Two-thirds of the area of 
California lies within Oakland’s a 
freight rate district. Oregon and Washington 
are better served from Oakland than from any 
point to the south, and the advantage this 
city enjoys as a distributing center for the 
entire Pacific Coast may be gathered from 
the following figures: 


FROM OAKLAND FROM OAKLAND 


Daysin TO Days in 
Rate Transit Rate 


Los Angeles Rail .844% 3 Reno Rail 1.134 2 
Water .80 Boise Rail 2.54 

Portland Rail .72 4 Missoula Rail 2.674% 7 
Ogd Rail 2.16% 


Water .65 en 6 7 
Seattle Rail 1.40 6 Phoenix Rail 2.20 
Water .85 


Oakland enjoys low switching rates, has dependable rail 
and water transportation, is. served by three transcon- 
tinental railroads, by coastal, coastwise and trans-Pacific 
steamship lines, and by numerous auto trucking lines, 
and has harbor facilities se handling all types of ves- 
sels. It likewise has one of the finest airports in the 
United States and is the aviation center of the West. 


Of nationally-known manufacturers, more than 100 main- 
tain distributing warehouses in Oakland and 125 either 
manufacture or assemble their products in plants located 
in the Oakland industrial area. Send for “We Selected 

akland,” a booklet containing the personally-written 
statements of a number of these manufacturers who have 
found Oakland to be the only city for their Pacific 
Coast activities. For further information 


Write 


THE INDUSTRIAL DEPARTMENT 
Oakland Chamber of Commerce 


OAKLAND —California 
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At PORT HOUSTON 


18 RAILROADS 
meet 
63 STEAMSHIP LINES 





and over these transportation lines 
moves Cotton for the World. 





Two million bales annually are car- 
ried by ships bound for scattered 
ports— wherever cotton is woven 
into cloth will be found bales which 
originated at Port Houston. 


Storage capacity at this Port exceeds 
1,250,000 bales. 


22 high density compresses. 





80 firms engaged in buying and sell- 
ing cotton. 





16-story Cotton Exchange Building 
to house the activities of this great 
business. 


This book—Hous- 
ton--Port and 
City--will give 
you the inside 
story of Port 
H ouston--Send 
for a copy 













HOUSTO e. 


ey cary 





Address 


DIRECTOR of the PORT 


5th Floor Courthouse 
HOUSTON, TEXAS 






1030 


Each document must be on paper of durable quality, eight 
by ten and one-half inches in size. Each must be signed by 
a duly authorized officer of the issuing carrier. The postoffice 
address of the issuing officer must be given and the document 
must be dated. The name, title, and address of the officer of 
the carrier to whom duplicates are sent must be noted in the 
document. 

The authorizations are issued in triplicate. Unless other- 
wise directed by the Commission, as noted above, the following 
distribution is made of the documents: ° 

(1) The original is filed with the Commission; (2) the 
duplicate is sent to the carrier or agent to whom the authoriza- 


Form No. 1 


NOTICE OF REVOCATION 
(Name of Carrier) 
Address 


19..., power of attorney F X 1, 
in favor of 


is hereby cancelled and re- 


(name of carrier) 
(name of agent or carrier) 


(President’s Signature) 
President 


Secretary 


Attest: 


(Name of Secretary) 
(Corporate Seal) 


tion is granted; and (3) the triplicate is retained by the issuing 
carrier as its record. 


Concurrence of Subsidiaries or Small Carriers 


Subsidiary companies or small carriers that have given 
general concurrence in the tariffs of parent or connecting car- 
riers are permitted to execute powers of attorney to the dom- 
inating or connecting carriers to concur for the former carriers 
in the tariffs of other carriers. The carriers holding such 
powers of attorney from subsidiaries or connections may give 
concurrences for themselves and for the carriers for which 
they act in one document. 

If this procedure is followed, the subsidiary lines or small 
carriers must be named in the concurrences and the con- 
currence forms and numbers and the names of the issuing 
carriers must be shown in the tariffs opposite the names of 
the subsidiary lines or small carriers. Concurrences may not 
be given direct by carriers in other than parent or connecting 
carriers. The power of attorney form is modified to give the 
carrier power to concur in tariffs authorizing it to give and 
receive concurrences in freight rate schedules and supplements 
to such publications.® 


Avoidance of Conflicting Authority 


The tariff rules of the Commission caution the carriers to 
avoid duplicating authority to two or more agents or carriers 


Form No. 2 
NOTICE OF REVOCATION OF CONCURRENCE 


(Name of Carrier) 
Address 


ate 
To the Interstate Commerce Commission, 
Washington, D. C.: 
Effective (date) 
. err , issued by 
of (mame of carrier or its agents) 
and revoked. 


-.+, Concurrence 
(name of carrier) 
is hereby cancelled 


Name of Carrier 


Duplicate mailed...(name and title of officer to whom mailed)... 
(Name of carrier) 
(Address of carrier) 


in giving powers of attorney or concurrences when the result 
would be conflict in rates or rules. 

The carriers conferring authority to others to issue tariffs 
under powers of attgrney or concurrences are not relieved, 
however, from the provisions of the interstate commerce act 
requiring the posting of tariffs.* 


Joint Concurrences 


If the same traffic officer issues joint concurrences on behalf 
of two or more carriers, all of the concurrences in each series 
must be issued on behalf of all carriers for which the traffic 
officer acts. This applies in all cases except as to concurrences 


SRule 26, i; and from F X 1. 
Rule 26, a and k. 
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interchanged among the carriers for which the common 
officer functions. When the concurrences in a series are 
separately for each carrier, separate files in the serieg Must 
be maintained for each carrier. Certificates in the series y 
each carrier must be issued in consecutive numerical order! 


Serial Numbers 


Powers of attorney and concurrences must have a separaj. 
series of serial numbers for each form. The numbers of th 
form (F X 1 to F X 9), and the serial numbers must be show 


Form No. 3 
CONCURRENCE TRANSFER NOTICE 


(Name of Carrier) 
BGEGTOEB . ..0.0606000ssccceenin 


Date 
To the Interstate Commerce Commission, 
Washington, D. C 


Concurrence form F X » BEA. ds0eee , issued by (name 


of carrier) , in favor of (name of former principal agent) 
» an (former alternate agent) as agent for car. 
riers referred to therein, is hereby transferred to (name of 
principal agent thereafter to serve) and (alternate agent there- 
after to serve) agent, for and on behalf of carriers for whom 
they act under power of attorney. 
Name of Carrier........... 


Signature of Officer........., 


on the upper right hand corner of the forms, and the form ani 
serial numbers of the powers of attorney or certificates of 
concurrence canceled by the new authorization must be pre 
cisely indicated immediately under the form and serial number 
of the new form. 

Separate powers of attorney and concurrences must be 
issued for freight and passenger tariffs. 


TRule 26, a and k. 


SAFETY SECTION MEETING 


Means of bringing about more intensive cooperation he 
tween the motorist and the railroads in an effort to reduce the 
number of highway grade crossing accidents was one of the 
principal subjects considered at the ninth annual convention 
of the safety section, American Railway Association, this week 
in Indianapolis. 

In addition to the subject of highway grade crossing acti- 
dents, the convention also devoted considerable time to the 
discussion of means of bringing about still greater safety to 
railway employes. Remarkable progress has already been made 
in that direction by the railroads, there having been fewer 
casualties among railroad employes in 1928 than in any recent 
year, but safety officials of the various railroads believe that 
still further progress can be made. 

The railroads in the last nine years expended annually more 
than forty million dollars directly designed to bring about in 
creased safety in rail transportation, said R. H. Aishton, presi- 
dent of the American Railway Association. 

“This expenditure,” said he, “does not include the cost of 
operation or maintenance of these safety devices that have been 
installed, or interest and taxes, which are substantial in char 
acter. The expenditure also does not take into consideration 
millions of dollars which are being spent annually by the rail 
roads for better equipment and improvements in other facilities, 
all of which tend to increase safety as well as bring about 
increased efficiency and economy in operation. 

“As a result of these expenditures, together with the united 
efforts of officers and employes of the rail carriers, safety of 
travel by railroad trains has increased more than 100 per cent 
in the past five years. In 1928 there was only one fatality a 
a result of a train accident among passengers out of every 4 
million who boarded a railway train. Five years ago the aver 
age was one fatality for each 24 millon passengers carried. 
Total fatalities in 1928 among passengers was sixteen, compared 
with ten in 1927, seventy-nine in 1926 and eighty-three in 19%. 

“When you consider that the railroads during the past year 
carried about 800 millon passengers this safety record of the 
carriers of this country is remarkable. On the basis of reports 
on motor vehicle fatalities in 1928 from thirty-seven states it 
is estimated that 27,500 persons were killed in motor vehicle 
accidents during the yéar, an increase of 614 per cent above 
1927. This means that one person was killed for each 900 regi 
tered automobiles. 

“When you consider that during the past five years freight 
train speed between terminals has increased 18 per cent, freight 
car miles per day have increased 13 per cent, and gross tol 
miles per freight train hour have increased 41 per cent the 
results obtained in promoting safety to those using the service 
or employed in the operation of trains are a growing indication 
that the efforts of the railways in directing expenditures 
those things which will produce the greatest measure of safely 
have been productive of commendable results.” 
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in New England 





ye shipper depends today as never before upon the promptness 
and thoroughness with which the railroad meets his needs. In 
no class of business have his needs become more urgent and exact- 
ing than in the handling of L. C. L. freight. In no activity has 
the New Boston and Maine more surely shown itself in step with 
the times. - 


Through new road speeds, new yard speeds, new modern equip- 
ment and faster methods in freight houses, all growing out of 
Boston and Maine’s $71,000,000 improvement program, each new 
quick delivery requirement of today’s business has been met 
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ber To the Boston and Maine’s new fleet of powerful road engines 

be and heavy switchers; to its new car retarder classification yards, with 
their batteries of mechanical aids to fast car handling; its strength- 
ened bridges and new heavy rail—all contributing to a greatly 
quickened movement of merchandise shipments in and out of New 

t England —have been added the speeds of 179 motor trucks which 


in Boston and Maine local territory not only hold but increase 
the through-movement gains. There have been added, also, freight 
house machinery and methods which, concentrating and simplify- 
ing the handling of merchandise lots, have made forwarding on 
“the first train out”’ a foregone conclusion. 


* 


Inbound at Mechanicville, for instance, through cars are “spotted” 
hours earlier than ever before at transfer, where the freight house 
crew is ready at once to break out and reload merchandise into east- 
bound through cars for same-day forwarding. 


* 


At Boston and Maine’s big concentrated L. C. L. depot at Boston 
a fleet of tractor trailers and an alert crew accomplish the handling 
of both inbound and outbound merchandise in a portion of the time 
formerly required. Here a special night crew rushes the unloading 
of all inbound shipments to make them available for delivery on 
the earliest truck trip. Outbound shipments, now discharged at 
one door instead of a dozen, are as quickly whirled through the great 
modern freight house, loaded and sent on their way in through cars 
to 69 off-line and 55 on-line points. Equal dispatch outbound and 
inbound is the rule at Lawrence—where cars are made for 41 off-line 


F and 26 local points—and at the other modern Boston and Maine 
A 0 S T 0 N transfer stations. * 
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AND M A | N EF No one factor has made this system possible. The concentration 


of yard, freight house and other facilities and the careful planning 
conn R AILROAD of schedules were as necessary as the great improvements in power 

and line —each element co-ordinating precisely with the other to 
make the L. C. L. machine a swift-clicking unit, another strong link 
in the “‘ Minute Man Service” chain of the New Boston and Maine. 
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Ocean Shipping News 


OVERSEAS FREIGHT RATES 


The Trafic World New York Bureau 


Full cargo markets have marked time in the last week 
with rates stabilized at the slightly lower level set in the pre- 
ceding week. The demand for space is negligible, but at the 
same time the supply of vessels is nominal, due to the fact 
that shipowners are refusing to send their veSsels to north 
Atlantic ports until they are assured of business. The result 
is a stagnant condition, which is expected to prevail until an 
increase in shippers’ requirements produces greater activity. 

Freight brokers are advising their clients that this is a 
shippers’ market provided they cover their needs with ships 
at the prevailing rates. If this is neglected and shippers sud- 
denly rush to fill their requirements, the situation may de- 
velop into an owners’ market overnight. The balance between 
supply and demand in ships is nicely adjusted at the moment, 
but might easily be disturbed. 

Only a few vessels have been chartered in the last few 
days. The current level of rates is as follows: From Montreal 
for May, June and July loading, 3s to the United Kingdom, 
13c to Antwerp-Rotterdam, 14c to Hamburg-Bremen, 17% to 18c 
to the Mediterranean, all for heavy grain. 

Opening of navigation on the St. Lawrence has failed to 
change conditions. The supply of grain for shipment is ample, 
and most brokers look for a revival in traffic shortly. 

One coal vessel was chartered at $3.80 a ton from Hampton 
Roads to Brazil for May loading, and another inquiry is re- 
ported at the same figure for June loading. The rate to west 
Italy is still nominal at $2.50 a ton. 

Establishment of a weight and inspection bureau and also 
an overcharge claims department by the United States Inter- 
coastal Conference, both at San Francisco and Los Angeles, was 
unanimously voted on at a meeting of the members held in 
San Francisco. 

The new adjuncts to the conference are to be inaugurated 
about May 1, according to H. M. Runyon, Pacific coast repre- 
sentative of the conference at San Francisco, who will be directly 
in charge of the two new branches. 


Each of the new departments will be started with one 
expert in charge, said Mr. Runyon, and additions will be made 
to the staff in proportion to the growth of trade. Future plans 
call for the establishment of similar departments at northwest 
ports. Mr. Runyon expects to move his San Francisco offices 
in the near future to larger quarters in order to accommodate 
his increased staff. 

Led by the Pacific Australasia division, full cargo world 
rates suffered a decline of 3.6 per cent in March from the Feb- 
ruary level of Lloyd’s List’s special index. The named division 
sustained a loss of 8.52 per cent, followed by the East Indies 
and Africa with a 3.98 per cent setback. European rates lost 
only .14 per cent; American, 2.38 per cent, but South American, 
2.96 per cent. For the world, the March index number stood 
at 93.36 per cent, as against 84.86 per cent in March, 1928. 

The decline of more than 8 per cent in the world average 
since December in a way conforms with private forecasts of 
New York freight rate experts made late in the autumn of 
1928. In its own analysis of the situation disclosed by its 
carefully calculated index number, Lloyd’s List says, in part: 


During the past month the supply of tonnage was at all time 
ample for current requirements. Argentine grain business attained 
very large dimensions, and heavy plate chartering was the most 
satisfactory feature in an otherwise listless market. Apart from 
South America demand for grain space was small, Canadian and 
United States shippers holding for better prices. Eastern business, 
so far as “‘tramp’’ vessels are concerned, was very limited and rates 
from Australia collapsed to a ruinously low level. 

The European group, largely on account of the firmness of coal 
freights in the first half of the month, was steady, but the declines 
recorded by the four ‘“‘overseas’’ groups comprised in the index num- 
ber reflect a somewhat unhealthy concentration of attention on the 
Plate, where rates were barely maintained on balance—despite the 
activity of chartering—in face of the curtailment of alternative em- 
ployment. 

The sustained demand for vessels to load in the Plate during 
April and May alone prevented a severe fall in the whole freight 
market, since not only was business east of the Suez Canal at a 
low ebb and the Australia-Europe rate again heavily cut by the con- 
ference lines, but North America showed little interest as yet in 
chartering either for spring or early summer, notwithstanding re- 
ports that the St. Lawrence season would open at an early date. 


The American-Polish Chamber of Commerce has received 
advices from Warsaw that an agreement has been concluded 
with steamship companies for the direct transportation of cot- 
ton from the United States to Danzig and Gdynia at the rates 
which have been covering similar shipments from the United 
States to Bremen. The new arrangement will eliminate the 
long railroad haul from Bremen to the Polish textile mills. 


Cotton for the tetxile industry in the Lodz district accounted 
for about $40,000,000 of Poland’s purchases in the United State, 
last year. 

Efforts are now being made to reorganize the Gulf-Contj. 
nental Steamship Conference. The stumbling block in the way 
of agreement is the preposition to post $5,000 as a forfeit fo 
failure to observe the conference tariff rulings. Two of the 
Gulf conferences already have a cash penalty and Gulf-Uniteg 
Kingdom conference is now being reorganized on the basis of 
a $5,000 penalty. Other conferences in other trades have sgtijj 
larger penalties to guarantee enforcement. Present rates jp 
the Gulf-Continental Conference are expected to hold Steady 
pending reorganization. 

A report that two vessels of the Williams Lines fleet, re. 
cently taken over by the American-Hawaiian Line, may be 
added to the “A” fleet of the latter, three aay be turned over 
to the Matson Line for operation in the Hawaiian trade and 
the remaining two may be allocated to the Quaker Line for 
intercoastal trade operation, could not be confirmed at the 
American-Hawaiian offices. It was stated that while it was 
possible that two of the vessels might be added to the “4” 
fleet, nothing had been definitely decided as to the manner of 
operation of these or other Williams fleet units. 

Purchase by Shepard & Morse of Boston and Seattle of 
the Shipping Board freighters West Cherow, Westbound and 
Westbrook is believed to forecast the establishment of another 
intercoastal service, as the company is reported to be in the 
market for additional tonnage. The company, which moves 
from 60,000,000 to 75,000,000 feet of lumber annually from the 
Pacific to the Atlantic, has heretofore operated chartered ton- 
nage from the North Pacific to New York and Boston. 


The Lake Elmsford, Eastern Belle and Lake Elpueblo, three 
of the five freighters recently purchased from the Shipping 
Board by the Russian Soviet Government through the Amtorg 
Trading Corporation, are to be taken to Vladivostok via Seat- 
tle. Two others, the Lake Elva and Lake Elmwood, are still 
at Norfolk and are expected to proceed from that port to the 
Baltic. 

The Consul General of Mexico has informed the Merchants’ 
Association that in accordance with the new rate of exchange 
between Mexican.and United States currency, fixed by the 
Mexican Treasury Department for the second quarter of 1929, 
the fee for the vise of commercial invoices during said period 
will be as follows: Invoices up to $4.78, free; invoices, $4.79 
to $47.86, 97 cents; invoices, $47.87 or over, $1.94. Checks 
should be made payable to Consulate General of Mexico and 
not to individual members of the staff. 


An order in council recently promulgated by the govern- 
ment of New Zealand contains an amendment of the 1924 reg- 
ulations governing the importation into that country of hay, 
straw or chaff used as packing for any kind of goods. The 
amendment prohibits absolutely the importation of hay, straw 
or chaff from California either as packing or otherwise as a 
safeguard against the introduction of diseases affecting live 
stock. The prohibition is effective on direct importations via 
other states or other countries of such packings originating 
in California. 

Exporters doing a large business with Brazil have made 
complaint recently to the Merchants’ Association of delay and 
loss of samples sent by post to that country. The association 
has taken the matter up with both the Post Office Department 
and the Department of Commerce. The latter suggests that it 
would be advisable for exporters to send samples to Brazil by 
sample post rather than by first-class mail, since imports of 
dutiable articles by first-class mail are prohibited. It also 
suggests that there is a new service to Brazil known as metr- 
chandise service, which may be used instead of sample or 
parcel post. The Post Office Department has announced its 
intention of making an investigation of the alleged delay and 
loss of samples. 

Funch, Edye & Co. have been informed by their represen- 
tative at Port au Prince that the collectors of customs have 
advised them that Articles 34 and 35 of the Haitian law will be 
carried out in the future. So far collectors have been rather 
lenient, but from now on the law will be strictly adhered to. 
The articles in question are: 


Article 34—Each package shall bear distinctly the initials of the 
consignee and a number. F 

Article 35—The consul will refuse to visa all bills of lading which 
indicate one and the same number for more than one package. 


Marking and numbering of packages should be as follows: 


General cargo, also flour and rice: 
Each package or bag must show: Marks and individual serial 
number, e. g., bills of lading No. 9 reads: “L. P. A. & Co., Paup, 








~ 
4 


THE SOUTHERN SERVES THE 


proveers of farm and factory 
reach their highest value 
when they are delivered into con- 
suming markets—on time! 


To furnish the South the prompt 
and dependable transportation that 
modern commerce demands, the 
Southern Railway System has in- 
vested over $160,000,000 since 
1920 in new equipment and other 
improvements. 


Fast freight schedules, constant- 
ly maintained, permit hand-to- 
mouth buying of raw materials 
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and finished goods by both 
manufacturers and merchants. 
The result is smaller inventories, 
less capital tied up in stocks of 
goods, reduced carrying charges, 
lower costs of production; en- 
abling American business men 
to compete in the markets of the 
world. 
7 7 7 

Today we are building the 
greater Southern that the future 
South must have for the full de- 
velopment of its great resources. 


Address inquiries regarding Southern Railway System Service to 


E. R. OLIVER 
Vice-President in Charge of Traffic 
Washington, D. C. 


SouT 


RAILWAY 


Laid in a network across the 
South; linking together nearly 
every important Southern com- 
munity, the Southern serves 
that territory east of the Missis- 
sippi and soath of the Ohio ard 
Potomac as perhaps no other 
area of equal extent is served 
by any single railroad system. 
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1-150 150 bags of flour.” Bags to be marked consecutively: 1, 2, 3 
up to 150. 

. Lumber—No serial number required. Each board must show the 
name of the consignee and the port of destination. 

Iron, etc.—The stipulations for iron in bars are equal to those 
for lumber, in as far as it is practically possible. Serial number only 
required for iron pieces other than bars (plates, structural, iron, steel, 
etc.). 

Cement—No serial number required. All bags to be tagged by 
consignee’s name. 


LUCKENBACH LINE MAY BE SOLD 


The Trafic World New York Bureau 


Reports that new interests are seeking the acquisition of 
the Luckenbach Line were confirmed by Edgar F. Luckenbach, 
president of the company, but he declined to reveal the identity 
of those with whom he has been conferring. The question, 
apparently, is one of price, and if Mr. Luckenbach receives a 
fair price for his tonnage, it is believed that he will accept it. 

The Luckenbach Line operates a fleet of twenty-three cargo 
vessels, aggregating 245,000 tons deadweight, between Atlantic 
and Pacific coast ports. With the exception of the American- 
Hawaiian Line, it has long been regarded as the most powerful 
line in the intercoastal trade. The company is also well known 
in the Gulf-Pacific trade and at one time operated tonnage be- 
tween New York and Rotterdam. 

Sale of the Luckenbach Line has been reported, off and on, 
for more than a year and at one time P. A. S. Franklin, presi- 
dent of the Intercoastal Mercantile Marine Company, was 
mentioned as being interested in the acquisition of the big cargo 
fleet. Nothing came of this report, however, and it is under- 
stood that Mr. Franklin is satisfied to confine his intercoastal 
activities to the development of the Panama Pacific Line, which 
is completing a $21,000,000 building program of three big elec- 
trically driven passenger liners for the trade. 


The American-Hawaiian Line has recently been mentioned 
as a possible purchaser of the Luckenbach fleet, but John M. 
Cushing, vice-president of the company, denied that his com- 
pany was interested in acquiring additional tonnage for the 
present. 


American-Hawaiian has undergone considerable expansion 
within the last two years. It recently acquired the Williams 
Line fleet, owns a half interest in the Oceanic & Oriental Line’s 
trans-Pacific service of twenty-one freighters bought from the 
Shipping Board, and is also interested in the Matson Line, which 
operates passenger and cargo vessels between Pacific coast 
ports, Honolulu and Australia. In addition it is also interested 
with the Dawson group, which recently bought seventeen inter- 
coastal freighters under one head through purchases and con- 
solidations. 

In connection with American-Hawaiian, it is reported that 
the company is now making a survey of the intercoastal pas- 
senger trade to determine whether the coast-to-coast service 
would support three more fast passenger liners similar to the 
service that has proven so successful for the Panama Pacific 
Line. 

American-Hawaiian has long been identified with the opera- 
tion of cargo vessels and the report that they are considering 
breaking into the passenger-carrying trade has surprised local 
shipping men. The company is said to feel that, inasmuch as 
they must soon lay plans for future construction, it may as 
well build fast combination passenger and cargo liners when 
the time comes. 

One unnamed group is also reported planning the construc- 
tion of three big liners which will be faster and more luxurious 
than any ship now operating between New York and California. 
This program is said to contemplate having the tonnage ready 
for service in 1931, which means that they would have to award 
a shipbuilding contract in the very near future. 

The Williams Line is to continue operations under the 
direction of J. A. Wells, as traffic manager, according to a state- 
ment issued by the American-Hawaiian Steamship Company, 
which recently acquired control of the former Williams Steam- 
ship Company. The statement says: 


Williams Line, Inc., are chartering the steamers Willhilo and 
Willsolo to the American-Hawaiian Steamship Co., for employment 
in the latter’s regular North Atlantic service. The remaining units 
of the fleet purchased from the Williams Steamship Co., will be em- 
ployed by Williams Line., Inc., in a rearranged westbound service 
loading from New York, Baltimore and Norfolk. 

Arrangements are being made to augment these steamers by 
other tonnage to ultimately afford sailings on better than a fortnight 
basis along the lines of the well known service maintained for the 
past nine years under the direction of George T. Williams. J. A. 
Wells, present traffic manager of the Williams Steamship Co., con- 
tinues in that capacity with Williams Line, Inc. 

The Baltimore, Norfolk and Pittsburgh organization of Williams 
Steamship Co. will be continued intact, as will the Williams offices 
on the Pacific Coast, under the direction of A. F. Zipf. Following 
the steamship Willboro of the Williams Steamship Co. the first sail- 
ing of Williams Line, Inc., will be the steamship Georgian scheduled 
from New York May 5, Baltimore May 11 and Norfolk May 12. 


BIDS FOR TANKERS 


Demand for tanker tonnage was reflected in the number 
of bids received by the Shipping Board for the five remaining 
tanker ships in the possession of the board. 
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The high bid for all the tankers was submitted by the 
Antietam Steamship Corporation of Philadelphia—$2,649, 63659 
The board accepted that bid. 

C. D. Mallory, of New York, bid $1,120,946 for three of the 
tankers, and also submitted individual bids for each of three 
tankers. ag 

T. P. Gallagher & Co., Inc., of New York, bid $839,559 @ 
two of the tankers or, in the alternate, $800,000 for anoth 
group of two. 8 

Cities Service Transportation Company, New York, bid 
$1,500,000 for the five tankers and submitted separate bids for 
each of two tankers. * 

T. T. C. Gregory, of San Francisco, bid $1,620,000 for the 
five tankers. x 

Richfield Oil Company, of Los Angeles, bid $455,000 for ong 
and $490,000 for another, with alternate bids of $365,000 ang 
$396,000 for other tankers. ¥ 

Atlantic Refining Company, of Philadelphia, bid $433,3% 
for one and $418,450 in the alternative for another of fhe 
tankers. “- 


OCEAN AGREEMENTS APPROVED 4 


The following agreements filed in accordance with section 
15 of the shipping act have been approved by the Shipping Boarg: 


An agreement between Messrs. Sudden & Christenson and [gg 
Angeles §S. S. Co. The agreement covers maintenance of a 
service under the designation of the Arrow Line between U 
States Atlantic coast ports and Pacific coast ports San Diego, Calif, r 
to Vancouver, B. C., inclusive. Sudden & Christenson undertake 
to enter four steamers and Los Angeles Steamship Co. three steam- 
ers in the service and each is morally obligated not to withdraw any 
of these vessels in such manner as to interrupt a minimum fort- 
nightly service. Should it be considered advisable to increase the 
frequency of service Sudden & Christenson reserve the option of 
entering additional steamers while Los Angeles Steamship Company 
may enter additional steamers only at the option of Sudden & Chris. 
tenson. Vessels in the joint service are to be operated for owner's 
account under the management of Sudden & Christenson, who are 
to receive an agency commission of 74% per cent on eastbound freight 
and 8% per cent on westbound freight. Physical operation of the 
vessels is to be in the hands of the respective owners while con- 
trol over appointment of agents, establishment of branch offices, 
solicitation and handling of cargo and payment of claims is to be 
exercised exclusively by Sudden & Christenson. Either party may 
withdraw upon one year’s notice in writing. The present agreement 
is designed to supersede a joint service arrangement between Sudden 
& Christenson and Columbia Pacific Shipping Co., approved by the 
board, August 2, 1926. 


An agreement between the Westfal-Larsen Co. Line, Pacific- 
Argentine-Brazil Line and the Blue Star Line in which provision is 
made for the maintenance of uniform freight rates as agreed upon 
from time to time in conference in the trade between Pacific coast 
ports and Argentine, Brazil and Uruguay. Decisions are to be by 
unanimous vote of members present at meetings, and any common 
carrier in the trade may become a party to the agreement by sub- 
scribing thereto, while members may withdraw upon 60 days’ writ- 
ten notice. Unjust discrimination, payment of rebates or compensa- 
tion to any shipper, contractor, broker, or receiver of cargo; accept- 
ance of cargo at less than actual gross weight or measurement, pay- 
ment of freight in other than currency of the United States or its 
equivalent; payments or refunds in respect of freight or compensa- 
tion received, or absorption of rail or coastal steamer freights, or 
other charges at loading or discharging ports, afe prohibited. Pay- 
ment of commission or brokerage is also prohibited unless agreed 
upon by the parties. Provision is made for arbitration of disputes 
between parties to the agreement. 

Bull Insular Line, Inc., with United States Lines: Through billing 
arrangement covering shipments between Bremen and Porto Rican 
ports, with transhipment at New York. Through rates are to be 
based on direct line rates and apportioned 3/7ths to the United 
States Lines and 4/7ths to Bull Insular Line, the latter to absorb 
cost of transhipment. 


Calmar Steamship Corporation with American Mail Line: Arrange- 
ment covering through movement of shipments from Baltimore and 
Philadelphia to Far East ports of call of the American Mail Line. 
Through rates are to be apportioned equally between the lines, each 
of which assumes 50 per cent of cost of transferring cargo at San 
Francisco; inward tolls to be absorbed by Calmar and outward tolls 
by American Mail Line. 

Panama Mail Steamship Co. with Hamburg American Line: 
Agreement covering through shipments of canned goods and dried 
fruit from San Francisco and Los Angeles Harbor to European ports 
served by the Hamburg American Line. Through rates are to be 
based on direct line rates and apportioned equality between lines, 
ef of which assumes one-half the cost of transhipment at New 

ork. 


AID FOR AMERICAN SHIPS 
The Traffic World Washington Burcau 


The major factor in the solution of the problem of the 
American merchant marine is the obtaining of cargo in reasol- 
able quantity for the bulk of a voyage of a vessel, according t0 
Ernest Lee Jahncke, Assistant Secretary of the Navy, a prac 
tical shipping man. 


“There are a few lines of American ships in the deep sé 
trade which are doing reasonably well—at least earning theif 
maintenance and depreciation, yet every one of those ships is 
subject to every bit of handicap to which an American flag 
vessel is subject, whether that handicap arises out of 1aW, 
regulations, economic conditions, or from any other cause. 


“How is it then that some of our vessels do succeed despite 
the admittedly high cost of construction and operation? 
seems to me that it is only because either through exceptio 
skill in management and operation, or from other fortunate 
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The Front Door of New York 











Just at the portal of the greatest metropolitan district in all 
the world are the eastern terminals of The Erie Railroad System. 
nt 

: The business district which takes in and ships out more freight 
. than all the remainder of the area combined is The Erie’s next door 
x friendly neighbor. 

by 

: Whether it be package freight via the Holland Vehicular 
: Tunnels, heavy bulks for lighterage, freight for car to ship loading 
ts at The Erie's modern piers, or deliveries to a wide location of 
: strategically placed stations, there is an Erie facility specially 
; designed for every need. 

1g 

= The combination of these factors is what makes Erie Service 
: foremost in speed, safety and dependable delivery. 





| SHIPS 





ERIE RAILROAD 


AB pm ct A A EC ER cee etn omen a em) 
THE ERIE ENTERS NEW YORK AT THE FRONT DOOR 
OC renee arr neem: ements teernmnansnmcne OY! 





1036 


circumstances, they succeed in obtaining a cargo in reasonable 
quantity for the bulk of their voyage. 

“This fact seems to me to be the major factor in the solu- 
tion of the problem of the American merchant marine. 

“We hear a great deal of talk about some form of govern- 
ment aid to offset the handicap which we all know exists. 
Wages are higher in this country than in any of our maritime 
competitors, but wages here are only indirectly and remotely 
a matter of law. As a whole they are the rsult purely of eco- 
nomic condition. They reflect the fact that the fortunate people 
who live in the United States enjoy a higher standard of living 
than the people in any other country on the globe. Nobody 
would diminish that standard of living. 

“In my judgment it is very doubtful if any form of govern- 
ment aid could effectually offset the handicap on our ships 
arising out of general economic conditions; but there is a great 
question in my mind as to whether that handicap cannot be 
effectively offset by the American people forming the habit of 
preferring American ships for the transportation of themselves 
and their merchandise. 

“Certainly the question of whether or not there should be 
any form of government aid cannot legitimaiely erise until 
there has been a demonstration that a full supply of cargo, a 
passenger traffic, will not sufficiently offset the existing 
handicap.” 

Mr. Jahncke made an appeal for the use of American ships 
by shippers and travelers. 


BOARD SELLS VESSELS 


Sale of the Easteern Leader to C. D. Mallory, of New York, 
on behalf of a corporation to be organized, for $88,000, has been 
authorized by the Shipping Board. The vessel is a steel cargo 
steamer of 6,248 deadweight tons; and has been laid up at New 
York since May, 1924. 

The board has authorized the sale of a vessel to the Ameri- 
can Scantic Line to replace that company’s Casper, which was 
stranded off the coast of Finland in December, 1928 and de- 
clared a total loss. The purchase price placed on the substitute 
vessel, which remains to be selected, will be met from insurance 
recoveries on the Casper, in accordance with the contract cov- 
ering the sale of the American Scantic Line. The amount 
will be based upon the recommended sales price of the vessel 
selected. 


OCEAN MAIL BIDS 


The Post Office Department will receive bids up to noon 
May 18 for the transportation of mail, under the Jones-White 
merchant marine act, between New Orleans, La., and ports of 
Argentina. 


COMMERCE IN U. S. VESSELS 


American flag vessels in the two months ended with Feb- 
ruary, by value, carried 31.8 per cent of general imports and 33.4 
per cent of domestic exports in the water-borne foreign commerce 
of the United States, as compared’ with the same percentage 
for imports and 34.4 per cent for exports in the corresponding 
period of 1928, according to the monthly summary of foreign 
commerce issued by the Department of Commerce. For Feb- 
ruary the percentages were 30.2 for imports and 34.5 for exports 
as compared with 32.2 and 36.5, respectively, for February, 1928. 


NEW YORK OPPOSES RATE SPLIT 
The Trafic World New York Bureau 


The movement in New Jersey to split the Port of New York 
by segregating rail and lighterage costs will be opposed by 
the Chamber of Commerce of the State of New York. Announce- 
ment is made by Executive Vice-President Charles T. Gwynne 
that the Chamber has retained Parker McCollester, of Lord, 
Day and Lord, to represent New York in these proceedings. 
Julius Henry Cohen, general counsel for the Chamber, asked 
to be relieved in this case because of his connection with the 
Port of New York Authority, representing both New Jersey and 
New York. 

Governor Roosevelt, of New York, has appointed a com- 
mission to confer with a similar New Jersey commission on 
the proposal for a differential in favor of New Jersey on freight 
going into the Port of New York. It is the opinion of New 
York officials that the proposed additional charge for lighterage 
of freight would seriously disrupt traffic through the port as 
a whole, in addition to penalizing traffic on the New York side 
of the river. 

“The public press has recently contained reports that in- 
terests in New Jersey have been active in seeking to have the 
railroads reaching New York habor compelled to make a charge 
in addition to the rate for rail transportation for the lighterage 
of freight in New York harbor,” said Mr. McCollester. 

“Heretofore and for a great many years the railroads have 
made no additional charge for lighterage, and freight rates, 
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except on short-haul traffic and traffic to and from New Englan¢, 
have included the delivery and receipt of freight at all Points 
in New York harbor, and by all methods and vehicles suitgyy, 
to the needs of the port. 


“The reported proposal of the New Jersey interests, as 
stated by them, is that the railroad freight rates should ‘stop 
with the car.’ The proposal has been .considered to have 
serious consequences that it has come to the attention Of the 
governor of New York, who has taken steps to seek a discus. 
sion of the subject with the New Jersey authorities. 


“It has never been the practice of the American railroag 
to establish freight rates on the basis of the exact cost of egg, 
transportation service performed. The theory has rather beg 
that freight rates should be adjusted to the needs of business 
in such a way as to provide a reasonable equality of opport 
for industry and, within reasonable limits, maintain compet. 
tion between railroads through the continuance of equal rates 
over competing routes regardless of differences in distance anj 
transportation costs. 


“Thus, a manufacturer of steel shipping to Buffalo does not 
have to inquire what the freight rate is to the Louisiana street 
station as compared with that to the Erie street station. A) 
he needs to ask is, ‘What is the freight rate to Buffalo?’ becange 
the freight rate is the same for any deliveries within the 
Buffalo industrial area. 


“The Interstate Commerce Commission, which is charge 
with the regulation of railroad freight rates, has often recog. 
nized the soundness of this method of making rates and its 
importance to the shipping public. 


“The same principle has long governed the making of 
freight rates to and from New York harbor. With the excep 
tion of the New York Central, the railroads reaching New York 
harbor from the west and south have their rail terminals along 
the New Jersey waterfront. The New York Central has both 
a New Jersey terminal and a rail line directly to Manhattan. 
Freight from the New Jersey terminals is brought to Manhattan 
and Brooklyn in cars on car-floats, in lighters or barges, ani 
on trucks. Freight from the New York Central’s Manhattan 
terminal is transported to Brooklyn or New Jersey by lighter or 
car-float. 


“A ship docked anywhere in New York harbor may have 
freight delivered to it at the flat New York harbor freight 
rate, whether the freight is brought to the ship by a car switchei 
to the pier by a car upon a car float or by a lighter towei 
alongside. The waters of New York harbor afford what has 
been described as a large interior switching belt line enabling 
freight to be interchanged between railroads and to be shipped 
out and received over different railroads at uniform transpor 
tation costs with a flexibility rarely attained through rail switeb- 
ing operations, and which cannot be accomplished in New York 
in any other way. 

“A manufacturer of machinery at Buffalo having shipments 
consigned to Europe via a Holland-America Line ship docking 
at Hoboken can reach the ship by an entire rail haul direct to 
the steamship pier or can ship by the New York Central and 
have his shipment lightered to the vessel all at the same freight 
rate, and if one route be congested or embargoed he may shi) 
by the other without additional charge. 


“It is this method of publishing railroad freight rates which 
some of the New Jersey interests propose to have abolished. 
If a shipment of canned goods from Rochester going to Europe 
via a Cunard or a White Star Line steamer docking at a Mar 
hattan pier or via a Luckenbach boat docking at Brooklyn 
should be shipped over the Lehigh Valley Railroad and arrive 
at that railroad’s New Jersey terminal, under the plan urged 
by these New Jersey interests the railroads would be com 
pelled to make an additional charge for transporting that ship 
ment by lighter to the steamer. 


“If the railroads, instead of lightering the freight shoul 
truck it to the steamer, under the theory proposed, an additional 
charge for trucking would have to be made. If the ship i 
docked at a New Jersey pier and the freight is shipped to Ne¥ 
York harbor by the New York Central and has to be lightered 
from Sixtieth street, Manhattan, to the ship, the addition 
charge would be imposed.” 


BILLS OF LADING TO INTERIOR POLAND, ETC. 


It is announced by W. J. Smith, western traffic manager of 
Moore and McCormack Co., Inc., that, effective May 9, a col 
tract arrangement has been concluded with the Polish National 
Railways so that the American Scantic Line service operating 
from New York alternate Thursdays will call at the Polish s& 
port, Gydnia, directly, and at this point this firm is construc 
a warehouse. This agreement will permit the American exporter 
the privilege of through bills of lading to interior Polané 
Czechoslovakia, Roumania, and Soviet Russia. The new sched: 
ule will start May 9, the S.S. Schenectady inaugurating the 
service. 
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Pp: New York 
:f The Only Direct All-Water Route 


not SERVING WITHOUT TRANS-SHIPMENT 


a New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 


Great Lakes 


Ghia 
CLEVELAND 





SHIP BY BARGE! 


AND 

“fF REDUCE YOUR TRANSPORTATION COSTS 
a Dependable Freight Service with 2O% Savings in Rates 

Delivery Alongside Steamers at New York Without Trans-shipment 





Nothing Less Than Full Barge Loads Accepted. 650 gross tons constitute average barge load. Barges 
r of move in fleets of four (4) with approximate total capacity of 2600 gross tons. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, ine. 


MEMBERS 25 Broadway, New York City, N. Y. TELEPHONE 


N. Y. Produce Exchange BOWLING GREEN 0495 
N.Y. Maritime Exchan ge BUFFALO OFFICE: Chamber of Commerce Building BONDED CARRIER 
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Personal Notes 


H. Clay Eargle, recently elected president of the South- 
western Industrial Traffic League, is a native Texan and re- 
ceived his railroad and traffic training entirely in the southwest. 
He was born at Alex- 
ander, Texas, in 1886 
and began his first 
railroad work in the 
accounting department 
of the Chicago, Rock 
Island & Gulf Railway 
Company at Fort Worth, 
Texas, in 1906. He 
later served in the ac- 
counting departments 
of the St. Louis, San 
Francisco & Texas and 
the Fort Worth & 
Denver City at Fort 
Worth, and for a time 
was connected with 
the Fort Worth local 
freight office of the 
Chicago, Rock Island 
& Gulf and Trinity & 
Brazos Valley com- 
panies. He entered 
the employ of the 
Southern Pacific Texas 
Lines at Houston in the 
accounting department 
in 1915, and was shortly 
thereafter transferred 
to the general freight 
office at Houston. In 
1917 he became con- 
nected with the Hous- 


ton Chamber of Com- 

merce as assistant manager of the transportation department 
and in 1922 was appointed traffic manager of the Beaumont 
Chamber of Commerce, which position he still holds. He is 
also traffic manager for the Port Commission, Port of Beaumont, 
Texas. He was a charter member of the Railroad Rate Clerks 
Association of Houston, organized in 1915, and of the Houston 
Traffic Club, organized in 1917. He was secretary-treasurer of 
the Texas Industrial Traffic League, 1918-21, and president of 
the Texas Industrial Traffic League, 1927-28. He is also chair- 
man of the chamber of commerce committee for Texas of the 
Southwest Shippers’ Advisory Board and a member of the 
inland waterways committee of the National Industrial Traffic 
League. 


S. C. Casad, traffic manager, Standard Oil Company (Cali- 
fornia), at San Francisco, has resigned, after more than 27 
years of service with that company. R. N. Slingerland has been 
appointed as his successor. H. W. Whitworth, acting manager 
of the order and distribution department, has been appointed 
manager. 

John C. Hall has been appointed traveling freight and 
passenger agent, Merchants’ and Miners’ Transportation Com- 
pany, at Miami, Fla., succeeding Robert Hunter, promoted. 

J. E. Saugstad, formerly assistant director of the bureau 
of research of the Shipping Board, has been appointed special 
agent in the transportation division of the Department of Com- 
merce. He will prepare a study on foreign government shipping 
problems. 

F. F. Kator has been appointed traffic manager, The G. H. 
Mead Company, at Dayton, and O. R. W. Kruse has been ap- 
pointed assistant traffic manager at New York. The office of 
the general traffic manager, T. T. Webster, will be moved 
from Dayton, O., to New York May 1. The appointments are 
effective that date. 

G. C. Knickerbocker has been appointed traveling freight 
agent, Wabash, at Buffalo, succeeding T. A. Sherwood, who died. 

E. L. Hukill has been appointed manager, Southwestern Bus 
Company, with headquarters at Elyria, O., effective May 1. 

W. R. Huffer has been appointed traffic manager, Cleve- 
land Southwestern Railway and Light Company, at Cleveland, 
-succeeding E. L. Hukill. 

Arthur J. Stone has been appointed secretary-treasurer, 
Dallas Cotton Exchange, succeeding N. W. Nolley, who died. 
The transportation’ bureau has been merged with the office of 
the secretary-treasurer, and the two departments will be con- 
ducted under the supervision of Mr. Stone, who will have the 
title of secretary-treasurer and traffic manager. 

W. R. St. John has been appointed general agent, freight 
department, Delaware and Hudson, with office at St. Louis, 
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succeeding J. B. Stewart, who died. W. H. Schulz hag 
appointed traveling freight agent at St. Louis, succeeding 0, 7 
May, resigned. 

At the annual election of the stockholders of the Pgpp 
sylvania, April 23, Messrs. Howard Hines, R. B. Mellon and 
John T. Dorrance were re-elected as members of the board, 
following appointments have been made: R. H. Miller, at preg. 
ent assistant general freight agent at Pittsburgh, advanced ty 
general freight agent in that city, succeeding W. McL. Pomeroy 
who, on April 1, was promoted to general freight agent a 
Philadelphia; E. B. Hankey, at present assistant general freight 
agent at Buffalo, becomes assistant general freight agent a 
Pittsburgh, succeeding Mr. Miller; W. C. Sommers, at present 
division freight agent at Wheeling, becomes assistant genera) 
freight agent at Buffalo, succeeding Mr. Hankey; Fred Carpi 
at present chief rate clerk in the general freight offices at 
Pittsburgh, is promoted to division freight agent at Wheeling, 
as successor to Mr. Sommers. 


From car checker for the Michigan Central in 1890 to chair. 
man of the Senate interstate commerce committee in 1929 jg 
the jump made by Senator James Couzens, of Michigan, the 
new chairman of the U. S. Senate’s committee that has juris. 
diction over proposed railroad legislation. Even before he 
became a car checker at Detroit, Mich., he had had some 
“transportation” experience as a news “butcher” on trains, 
Prior to that he had worked in his father’s small soap works, 
Promoted from car checker to the freight desk, he became 
acquainted with Alex Y. Malcomson, who later employed him 
to keep check on fuel 
shipments. He was 
employed with Mal- 
comson from 1898 to 
1903. It was through 
this employer’ that 
Senator Couzens came 
to be associated with 
Henry Ford. Malcom- 
son was financially 
assisting Ford to 
manufacture automo- 
biles and Couzens 
represented his em- 
ployer to a great ex- 
tent in this work, 
and assisted in the 
organization of the 
Ford Motor Company 
in June, 1903. Couz- 
ens was first named 
secretary and  busi- 
ness manager of the 
Ford company and 
later was secretary, 
treasurer, vice-presi- 
dent, and general 
manager. He resigned 
from the Ford com- 
pany November 1, 

1915. Mr. Couzens be- 

came police commis- 

sioner of Detroit in September, 1916, and in 1919 he was elected 
mayor of Detroit and was reelected in 1921. He resigned a8 
mayor in November, 1922, to accept appointment from Governor 
Groesbeck, of Michigan, as United States senator from Michigal, 
and on November 4, 1924, was elected to complete the term 
of Truman H. Newberry, whom he succeeded in the Senate, 
and for the term ending March 4, 1931. While with the Ford 
Motor Company in 1909, Mr. Couzens organized the Highland 
Park State Bank and was identified with its activities in thé 
succeeding years. In 1916, before he became police commit 
sioner, he was actively identified with the Bank of Detrdlt 
which he also had organized. He was president of the Detroit 
Board of Commerce in 1913. He was born at Chatham, Ontarid, 
Canada, August 26, 1872. He is a Republican. He became 4 
member of the Senate interstate commerce committee in the 
second session of the Sixty-eighth Congress, 1924. 


W. E. Wherity, manager of the Chicago district, Souther 
Hardwood Traffic Association, has been elected traffic manageh 
Arkansas State Chamber of Commerce, with headquarters at 
Little Rock. He began traffic work with the Illinois Central @ 
1908. In 1919 he left that company to become traffic manage 
of the Leigh Banana Case Company, and in 1922 he opened 
the Chicago office of the Southern Hardwood Traffic Association 


B. H. Taylor has been elected vice-president in chargé 
traffic, D. & R. G. W., with headquarters at Denver. ; 

W. E. Briggs has been appointed assistant industrial com 
missioner, Southern Pacific, with headquarters at Dallas. L. 
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Bouchard has been appointed general freight and passenger 
agent, in charge of solicitation, with headquarters at Dallas. 

C. P. Bowsher has been appointed northern traffic repre- 
sentative, M. K. & T., with headquarters at Chicago, succeeding 
J. W. White, promoted. T. L. Darneal has been appointed 
assistant general freight agent, solicitation, at St. Louis. W. P. 
Cox has been appointed division freight agent at St. Louis, 
succeeding Mr. Bowsher. Fenton H. Dowling has been ap- 
pointed district freight agent at Minneapolis, succeeding Mr. 
Cox. ‘ 

R. C. Casey has been appointed traveling freight agent, 
Atlantic Coast Line, at Atlanta, Ga. CC. P. Wood has been 
appointed soliciting freight agent at Atlanta. 

John Ihnot has been appointed traffic manager, North Amer- 
ican Reffactories Company, Cleveland, O., an organization op- 
erating fifteen plants in Kentucky, Ohio, Missouri and Penn- 
sylvania. 

H. F. Hoffmaster, Jr., has been appointed general agent, 
Texas City Terminal Railway, Texas City, Tex. 


‘DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of St. Louis will hold its annual election 
at the American Annex April 30. T. T. Harkrader, traffic di- 
rector, American Tobacco Company, and president of the Asso- 
ciated Traffic Clubs of America, will be a guest and speaker. 
A luncheon was held at the New Jefferson Hotel April 22, at 
which John L. Bracken, superintendent of the Clayton Public 
schools, was the speaker. 


Lewis C. Sorrell, professor of transportation, University 
of Chicago, was the principal speaker at a meeting of the 
Transportation Club of Decatur April 24. He discussed ‘duties 
of the traffic manager and new phases of transportation, with 
special reference to the public interest in freight rates. Trans- 
portation is a public function,” he said. “Transportation prices 
must have publicity because of public interest. On this 
account the claim to professional status (of the traffic man) 
stands high.” 


The Traffic Club of Wichita held a meeting at the Wichita 
Club April 25. D. L. Mullen, traffic manager, Kansas Milling 
Company, spoke on the milling industry in Wichita. The next 
meeting will be held at the Wichita Club May 2. 


The Evansville Transportation Club held its fifth annual 
“Ladies’ Night” at the Vendome Hotel April 17, with an attend- 
ance of 106. The program included dancing and bridge. ‘“Out- 
of-Town Members’ Night” will be held May 15. 


The Central Ohio Traffic Club held its third annual meeting 
at the Harding Hotel, Marion, O., April 11, with an attendance 
of 150. Dinner was served and there was entertainment. The 
following officers were elected: President, A. R. Tennis, divi- 
sion freight agent, Erie, Marion, O.; vice-president, C. K. Smaltz, 
traffic manager, Mansfield Tire and Rubber Company, Mans- 
field, O.; secretary-treasurer, D. -H. Jones, traffic manager, 
Cooper-Bessemer Corporation, Mt. Vernon, O. 


The Toledo Transportation Club will hold its annual meet- 
ing and election of officers in its club rooms May 6. F. X. 
Stukenborg and L. J. Schuster have been nominated for presi- 
dent. 


The Pacific Traffic Association will hold its eighth annual 
picnic at Paradise Cove Park, Marin county, May 12. 


The San Antonio Traffic Club held a luncheon at the Plaza 
Hotel April 22. William McIntosh, publisher, San ‘ Antonio 
Light, was the speaker. Lee Wiggins, manager, San Antonio 
Packing Box Company, was in charge of the entertainment. 


The monthly meeting of the Traffic Club of the Brooklyn 
Chamber of Commerce was held April 18 in the new Trade 
Facilities Building, through the courtesy of the New York Dock 
Railway. The meeting was called to order by the president, 
Louis Harber, traffic manager, U. S. Printing & Lithographing 
Company. After dinner and a discussion of traffic problems 
an inspection was made of the building, a new type of water- 
front warehouse and terminal. 


T. T. Harkrader, traffic director, American Tobacco Com- 
pany, New York, president of the Associated Traffic Clubs of 
America, was scheduled to speak before the Traffic Club of 
Atlanta April 26. 


The Traffic Club of Kansas City will give a luncheon May 
2 in honor of T. T. Harkrader, president of the Associated 
Traffic Clubs of America. A meeting was held at the Hotel 
Baltimore April 22, at which L. C. Anderson, photographer, 
recently returned from an extensive world tour, displayed three 
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reels of moving pictures taken in out-of-the-way places hy 
invitation has been received from the Oklahoma City 
Club to attend a banquet in honor of George A. Blair, 
traffic manager, Wilson & Company, Chicago, to be held May | 


The Oakland Traffic Club held a meeting at the Athens 
Athletic Club April 16. E. F. Flynn, assistant to the Presiden: 
and assistant general counsel, Great Northern, spoke on « 
ice in Transportation and Industry.” He urged continued 4 
operation between shippers and the railroads along the 
of the regional advisory boards, declaring that to be the 
effective means of bringing about reductions in rates. 4 0. 
posal was introduced to amend the by-laws to provide for hon. 
orary life memberships in the club. That was occasioned 
the transfer of J. D. Yates, of the Missouri Pacific, to Los 
Angeles as general agent, who, it was thought, should be hon. 
ored with the first membership of the new status. A nomina; 
committee was appointed, with T.-H. Moore as chairman. 


The Traffic Club of Chicago will have a bridge party and 
dinner-dance in its club rooms May 2. Bridge will be Daye 
by the ladies in the afternoon. 


The Milwaukee Traffic Club has prepared the following 
schedule of its activities for the coming summer: June 4 
and 20, outing at Green Lake, Wis., as guest of the Travel 
Traffic Agents’ Association; July 12, golf outing at the Tuck 
away Country Club; July 26, boat outing, Milwaukee to Chicago, 
on the Goodrich steamship Roosevelt; August 23, golf outing 
at Westmoor Country Club. 


C. W. Evers, who was recently elected president of the 
Traffic Club of Sioux City, began his railroad experience in 
July, 1914, when he was employed by the Union Pacific at the 
Council Bluffs, Ia., freight transfer, where he held variou; 
clerical and stenographic positions until September, 1916. At 
that time he was employed by the Grand Trunk as chief clerk 
to the commercial agent at Omaha. In April, 1917, he returned 
to the Union Pacific as secretary to superintendent of trans. 
portation, at Omaha. He was in the army from September, 
1917, to July, 1918, when he again returned to the Union Pacific 
as an employe in the general freight department, at Omaha, in 
September, 1919. He was transferred to the executive traffic 
department as secretary to the passenger traffic manager, at 
Omaha, in March, 1920, and was later promoted to secretary to 
assistant vice-president and, later, assistant chief clerk in the 
office of the vice-president, traffic. September 1, 1927, he was 
transferred to Sioux City as traveling freight agent, and on 
January 1, 1928, was appointed general agent, freight department. 


Pi Alpha Epsilon will hold a reception and party at the annex 
of the Grand Fraternal Building, Philadelphia, May 2. The 
program includes reunion with alumni and a number of speakers. 


The Junior Traffic Club of Chicago will hold its monthly 
— in the rooms of the Traffic Club at the Palmer House 
May 2. 


The Grand Rapids Transportation Club will have a meeting 
at the Rowe Hotel May 1. George E. Hunt, delegate to. the 
annual meeting of the Associated Traffic Clubs of America at 
New York, will make a report. Dinner will be served. 


The Traffic Club of New York held a “Spring Dance and 
Entertainment” at the Park Central Hotel April 25. At the 
monthly meeting April 30, the delegates to the convention of 
the Associated Traffic Clubs of America will make reports. The 
president of the club will introduce the subject by reading 4 
letter from T. T. Harkrader, newly elected president of the 
national association, who expects to be out of town, and the 
following will speak: J. W. Roberts, “Aims and Purposes; 
W. J. Mathey, “Controversial Subjects;” W. S. Cowie, “Repre 
sentation;” W. Bockstahler, “Current Subjects of National 
Status;” J. H. Butler, “Publicity—Educational;” C. A. Swope 
and E. R. Bardgett, “Non-member Clubs;” G. F. Hichbor, 
“Whole-hearted Support;” J. W. Roberts, “Resolution of Indorse 
ment.” A stenographic report will be made to be printed for 
circulation by the national organization. The annual beefsteak 
dinner of the New York Traffic Club Bowlers will be held April 
29 at the New York Fraternity Clubs. 


The Transportation Club of St. Paul held a luncheon a 


the Union Depot dining room April 23. Pat Groves, assis 

by Miss Dorothy Whyte, of Canadian Pacific Hotels, presented 
an illustrated travelogue of the Canadian Rockies. Picture 
were furnished through the courtesy of the Soo Line. The 
first kittenball practice of the season was held at Dunning Field 
April 22. An open forum meeting was held at the Union 
Depot dining room April 24. It was the first evening educt 
tional meeting of the season, presented by the public affairs 
and educational committee. G. S. Mullins, traffic managel 
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To the man in search of 
a site for his plant, Wil- 
© / mington on the Dela- 
®—! ware offers everything 
“— any community MUST 
have to interest him— 
“8 PLUS:— 


a 1. A Marine Terminal of the most modern 





‘uc construction and equipment, with cov-| 
tin ered and open storage —at surprisingly | 


low rates. 


on 2. The whole-hearted cooperation of banks, 
e ° ee . 

ous individual merchants, business groups 
Be —in helping a newcomer to build an- 
_ other industrial success in Wilmington. 
aber, —" . 
i: 3, The characteristic advantages of the city | 





a as well as the important advantages of 
on a city’s large tributary area. | 


™ @ In other words, Wilainston’s| 
men know all kinds of busi-' 
«= ( nesses and products, and can 
a | supply all the needs of capital 

and labor. We shall welcome 
i | aN Opportunity to continue 
this thought by letter or per- 
| sonally. Please address— 





‘he CHARLES H. GANT, Manager 
h 

‘" Wilmington Marine Terminal 

a Wilmington, Delaware 
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on the Delaware 
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Disennoes Si 
Shorter to) 
Latin American 
Ports.......— 


The following table shows that New Orleans 
is nearer than New York by steamer to 
nearly all Latin America with the exception 
of the eastern coast of South America. It 
is nearer to the Panama Canal than New 
York by approximately six hundred miles 
and this means that it is nearer by that 
much to all the ports on the west coast and 
the far east. 








MILES MILES 


Port from N.O. fromN.Y. 
EON, GD. a vevccece 603 1,227 
oo ere 711 2,030 
Kingston, Jamaica ...... 1,126 1,474 
Ween. Gee, BOK. cescees 789 1,995 
Belize, Brit. Hond. ..... 850 1,704 
Puerto Barrios, Guatemala 945 1,804 
Bluefields, Nicaragua ... 1,203 2,001 
CoB, SUAS. 0. 6écccnes 1,390 1,974 
Cartagena, Colombia .... 1,469 1,853 
Valparaiso, Chile ....... 4,049 4,633 
Ce, BONE sirecsececes 2,779 3,363 
Guayaquil, Ecuador .... 2,226 2,810 


Write to the Trafic Bureau for further information 


New ORLEANS ASSOCIATION OF COMMERCE 
Room 303, New Orleans, U. S. A. 


NEW 
ORLEANS 


Where Production and 
Distribution Costs are Lower 
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Horder’s, Inc., Chicago, spoke on “Keeping Traffic and Ship- 
ping Department Records.” He presented charts and exhibits 
covering six different methods, taken from actual departments. 


A detailed report of the dinner-meeting of the Transporta- 
tion Club of St. Paul at the Union Depot dining room April 24 
has been submitted to Secretary Doebber of the Associated 
Traffic Clubs of America, for distribution among member clubs, 
by Wayne E. Butterbaugh. “As chairman of the education and 
public affairs committee of the Transportation Club of St. Paul 
I wish to render the first report reaching you from any member 
club, if possible,” said Mr. Butterbaugh. An increased effort 
is already being displayed by the St. Paul club in cooperating 
with the national association in carrying out its new program, 
he explained, with reference to interchange between the clubs 
of appropriate data pertaining to current subjects of interest. 


SENATE I. C. COMMITTEE 


The Trafic World Washington Bureau 


Reorganization of the Senate interstate commerce com- 
mittee, with Senator Couzens, of Michigan, as chairman, was 
approved by the Senate this week. The new chairman succeeds 
Senator Watson, of Indiana, Republican floor leader in the Sen- 
ate, who, however, retains his membership on the committee, 
ranking next to Chairman Couzens. Senator Watson relinquished 
the chairmanship due to the fact that he had been selected as 
Republican leader, the position formerly held by Vice-President 
Curtis when he was a member of the Senate. 

The new members on the committee are Senator Brookhart, 
of Iowa, Republican; Senator Kean, of New Jersey, Republican; 
Senator Tydings, of Maryland, Democrat; and Senator Barkley, 
of Kentucky, Democrat, who was a member of the House com- 
mittee on interstate and foreign commerce for a number of years. 

The entire membership of the committee is as follows: 
Couzens, of Michigan, chairman; Watson, of Indiana; Fess, of 
Ohio; Howell, of Nebraska; Goff, of West Virginia; Pine, of 
Oklahoma; Sackett, of Kentucky; Metcalf, of Rhode Island; 
Glenn, of Illinois; Brookhart, of Iowa; Kean, of New Jersey; 
Smith, of South Carolina; Pittman, of Nevada; Dill, of Wash- 
ington; Wheeler, of Montana; Hawes, of Missouri; Wagner, of 
New York; Tydings, of Maryland, and Barkley, of Kentucky. 

There were vacancies on the committee due to the resigna- 
tion of Senator duPont,-of Delaware, in the last session of 
Congress; to the defeat of Senator Mayfield, of Texas, in the 
primary last year; to the defeat of Senator Bruce, of Maryland, 
in the last national election, and to reassignment of Senator 
Black, of Alabama. 


TRANSPORTATION BILLS 


The Traffic World Washington Bureau 


Senator Capper, of Kansas, has reintroduced his joint reso- 
lution, now numbered S. J. Res. 14, directing the Commission 
.to adjust rates on export grain and grain products on a basis 
that will permit grain and grain products produced in the 
United States to move as freely as grain and grain products 
produced in the Dominion of Canada. Hearings on the former 
resolution (S. J. Res. 67) were held by the Senate interstate 
commerce committee at the last session of Congress but no 
action was taken on the resolution. 

Senator Robinson, of Arkansas, has reintroduced his bill, 
now numbered S. 272, providing for repeal of the railroad sur- 
charge on travel in Pullman cars. He also has introduced S. 
273, a bill to provide for protection of persons employed on 
baggage and express cars. Senator Harris, of Georgia, has 
introduced S. 49, a bill prohibiting the use of wooden cars in 
certain circumstances. 

Senator Reed, of Pennsylvania, has introduced S. 29, a 
bill to amend paragraph 1 of section 22 of the interstate com- 
merce act to provide for the transportation at reduced rates 
of army and navy officers and enlisted men while on leave of 
absence or furlough on own expense. 

Senator Brookhart, of Iowa, has introduced S. 221, a bill 
to provide for an 8-hour day for yardmasters of carriers, and 
S. 219, a bill authorizing the Secretary of Agriculture to acquire 
toll bridges and maintain them as free bridges, and S, 220, a 
bill to regulate the construction of bridges over navigable 
waters of the United States. . 

Senator Hastings, of Oklahoma, has.introduced S. 309, a bill 
to provide for the construction of a post road and military high- 
way from the Atlantic coast to the Pacific coast. 

Representative Foss, of Massachusetts, has introduced H. R. 
1234, a bill to authorize the Postmaster General to impose 
demurrage charges on undelivered collect-on-delivery parcels. 

Senator Hayden, of Arizona, who announced at the last 
session of Congress he would carry on the fight for amendment 
of the fourth section of the interstate commerce act to prohibit 
departures on account of water competition via the Panama 
Canal, has introduced S. 411, a bill to amend section 4. The 
bill is identical with S. 1263, that was introduced December 6, 
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1927, by Senator Gooding, who died last summer. That piy 
favorably reported by the Senate interstate commerce eg 
tee at the last session of Congress, but it died with the cg, 
of the session. The Hayden bill, as did the Gooding bill, p, 
hibits fourth section departures on account of water compe} 
through the Panama Canal, either actual or potential, or 

or indirect, with provisos that authorizations as might be lay. 
fully in effect on December 5, 1927, shall not be required. to hy 
changed except on further order of the Commission and 
rates on import and export traffic shall be exempted from the 
prohibition. 

Senator LaFollette, of Wisconsin, has introduced §, 314, 4 
bill relating to the payment of advance wages and allotment; 
in respect of seamen on foreign vessels and making further 
provisions for carrying out the purposes of the LaFollet, 
seamen’s act of March 4, 1915. 

Representative Welch, of California, has introduced 4, R 
1645, a bill to add a new section to the LaFollette seamen’s ay 
providing side ladders for vessels and a penalty for failure 
carry equipment. . 

Senator Pittman, of Nevada, has introduced S. 553, a pi 
to amend paragraph 18 of section 1 of the interstate commerg 
act by eliminating therefrom the provision requiring approval 
of the Commission of construction of new lines of railroad, 

Representative Rainey, of Illinois, has introduced H, p 
1811, a waterway improvement and flood control bill, and Hp 
1814, a bill for the improvement of commerce and navigatio, 
in the Illinois River. 

Senator Hawes, of Missouri, has introduced S. 580, a bij 
providing for creation of seven regional commissions to ¢. 
operate with and assist the Commission in the performance 
of its duties. The senator has heretofore proposed the creation 
of regional commissions in bills introduced by him. 

Senator Pittman, of Nevada, has introduced S. 563, a bill 
to amend section 4 of the interstate commerce act so as tp 
forbid departures from the fourth section on account of water 
competition via the Panama Canal. 

Senator Phipps, of Colorado, has introduced S. 571, a bill 
to amend section 204 of the transportation act to provide for 
court review of decisions of the Commission under the section 
which relates to reimbursement of deficits of short line railroads 
in the period of federal control. The bill is the same as §S. 36% 
in the form that bill was passed by the Senate at the last 
session. The House committee on interstate and foreign con. 
merce voted at the last session to postpone action on the bill, 


UPPER MISSISSIPPI CHANNEL 
The Traffic World Washington Bureau 


A hearing on the question of making a survey of the upper 
Mississippi River with a view to having the channel depth in 
creased from six to nine feet between the Twin Cities and the 
Missouri River was held this week before the board of engineers 
for rivers and harbors of the War Department. 

The United States district engineer at Rock Island sub 
mitted an unfavorable report some time ago on the proposal 
for a survey with respect to the nine-foot channel. Proponents 
of the deeper channel contend that Congress authorized the sur 
vey and that the army engineers should make it. 

Robert I. Randolph, consulting engineer for the Mississippi 
Valley Association, in argument on appeal from the unfavorable 
report, analyzed the report in detail and expressed disagree 
ment with it in many respects. 

Theodore Brent, formerly traffic manager of the governmenl 
barge line, also dealt with the report and urged that the survey 
be made. 

A number of members of Congress, including Senator Brook 
hart, of Iowa, were present at the opening hearing. 

The testimony was to the effect that a nine-foot channé 
instead of a six-foot channel would permit of greater transports 
tion savings. 

Herman Mueller, traffic director of the St. Paul Association 
of Commerce, submitted evidence in support of a nine-fod 
channel. He said that, based on present rail tonnage figures, 
the inbound potential river tonnage at the Twin Cities was est 
mated at 258,872 net tons, exclusive of certain heavy movilé 
commodities, and the annual savings in transportation chargé 
on this inbound tonnage were estimated at $354,816.58. He 
said these figures did not take into consideration the future 
growth and development of the Twin Cities and tributary te 
ritory. 

On the same basis, said he, the outbound potential rive 
tonnage at the Twin Cities was estimated at 129,719 net tos 
and the annual savings in transportation charges, $278,130 
He challenged a number of statements in the adverse re 
as to a nine-foot channel. 


You may either write or wire our Washington off 
for information concerning matters in any de 
of the government there, if you are a subscriber # 
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Fast Freight Service: Mexico 





Weekly Services: New York (Ward Line) 
New Orleans (Cuyamel Line — Mexican- 
American Line.) 


Through bills of lading issued by 
steamship lines to all destinations 
on the National Railways of Mexico 
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Traffic Department: 
CHICAGO—79 West Monroe Street 
Phone Randolph 8200 


SOUTH BEND, INDIANA 
Michigan and La Salle Sts. 
Phone 2-5764 


1 


UT ORE, 





Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 


From Veracruz to: 
Mexico City - - 23 hours 
Pachuca- - - - 23 hours 
Puebla - - - - 20 hours 


Mexico City - - 47 hours 
Pachuca- - - - 47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 


For complete information, communicate with 


F. P. De Hoyos, Gen. Agent G. B. Aleman, Gen. Agent 
1515 Penn Building 2195 Ry. Exch. Bldg. 
New York City St. Ps Mo. 


F.N. Puente, Gen. Agt. A. Horcasitas,Com. Agt. _F. C. Lona, Com. Agt. 
441 Monadnock Bids. 414 Whitney Bank Bldg. 301 Marquette Building 
San Francisco, Calif. Chicago, Ill. 


New Orleans, La. 





ViaCSS:SB 


The South Shore Line is electrified, connecting 
with the New York Central Lines at South 
Bend—the Michigan Central Railroad, Monon 
Route and L. E. & W. district of the N. Y. C. 
& St. L. Railroad at Michigan City, Ind.— 
Wabash Railroad at Gary, Ind.—E. J. & E. 
Railroad at Goff Jct. (Gary)—Indiana Harbor 
Belt at East Chicago, Ind.—B. & O. C. T. Rail- 
road at Hammond, Ind.—Belt Railroad of Chi- 
cago at Hegewisch, Ill.—TIllinois Central Railroad 
and Pullman Railroad at Kensington Station, 
Chicago. 


CHICAGO SOUTH SHORE & SOUTH BEND R. R. 
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TEXAS & PACIFIC STRIKE CASE 


The Trafic World Washington Bureau 


Property losses suffered by engine and train service em- 
ployes of the Texas & Pacific Railway Company by reason of 
removal of the road’s terminals from Longview and Marshall 
to Mineola, Tex., and Shreveport, La., should be borne equally 
by the carrier and the employes, according to the report of the 
emergency board appointed by President Hoover, under the 
railway labor act, to investigate and report on the dispute 
between the railroad and its employes that threatened to ter- 
minate in a strike. The report was made public at the White 
House late April 24. 

The emergency board, composed of James R. Garfield, chair- 
man; Walter C. Clephane, William Rogers Clay, F. H. Kreis- 
mann: and Chester H. Rowell, said that while originally the 
protest of the employes was against any change of terminals, 
yet, after the change was an accomplished fact, that protest 
was abandoned and the negotiations continued relative to the 
effect of the changes on the employes obliged to move their 
homes to the new terminals and readjust their living and work- 
ing conditions to meet the new situation. 

The board said the chief cause for the dispute grew out 
of claims of the employes for compensation for property losses 
that it was alleged the employes who had homes at Longview 
and Marshall would suffer by reason of the change of terminals 
to Mineola and the necessary removal of their homes to that 
point. The carrier, according to the report, did not have any 
interest in the real estate purchased by the employes nor any 
interest in property adjacent to the terminal at Mineola. 


“In this case,’ said the board, “in which the employes are 
seeking compensation for the depreciation in the market value 
of their homes due to the change of terminals, it may be con- 
ceded that the carrier is under no legal nor contractual liability. 
It may also be conceded that the payment of. compensation is 
not a policy generally sanctioned by custom, and that the weight 
of precedent is against it. However, it has been recognized in 
a particular instance in an act of Congress. It has been applied 
by three carriers where the amount involved was not large. 
It is proper, however, to observe that in one instance the 
carrier was interested in the townsite company that sold the 
lots. That case is distinguishable by the fact that the carrier 
owned the lots, induced the employes to purchase and then 
destroyed the value of the property sold. The principle has 
been definitely adopted in Canada by act of parliament. But, 
after all, the fact that a thing has not often been done is no 
reason why it should not be done, if it be sound in principle 
and necessary to meet the demands of justice and fair dealing. 
Carriers are public service corporations in the broad meaning 
of those words. They are subject to governmental regulation 
and control. The acts of Congress contemplate efficiency of 
service, fair treatment of employes and a reasonable return 
to stockholders. In other words, there is a community of 
interest between the public, the stockholders and the employes 
that must not be overlooked. 


“The train and engine service employes are in a class by 
themselves. They must heed the call of the road and move 
when a terminal is changed, and the character of their employ- 
ment is such that their opportunities to enter other fields are 
limited. These men are encouraged to buy their homes. Such 
ownership strengthens their moral fibre, makes them better 
citizens, and adds to their efficiency. 


“The change from Longview Junction to Mineola and from 
Marshall to Shreveport will result in a substantial saving for 
the carrier. It is not fair, we think, that the carrier reap the 
entire benefit and that the employes be compelled to bear the 
entire loss.” 


The board then stated that it was constrained to the view 
that in the circumstances the loss should be borne equally by 
the carrier and the employes. It said the loss was the depre- 
ciation in the market value of the property involved, due solely 
to the change of terminal and to no other factor, and that the 
measure of depreciation was the difference between the market 
value of the property just before it became generally known 
that the terminal would be moved, and the market value im- 
mediately after removal. The board confined the application 
of this principle to the engineers, firemen, conductors, brake- 
men and baggagemen involved who were required by the con- 
ditions of the service to move their homes. It also confined 
its application to actual homes of the employes and not to any 
lots of unusual size or to any property held or used for mere 
investment. The board said that the claims should be settled 
in conference, or, in case of disagreement, by arbitration, in 
the following manner: Three competent disinteretsed men, 
none of whom live in Longview or Marshall, shall compose the 
arbitration board. One of them shall be selected by the carrier 
and one by the employes affected, or their representatives. 
The two thus selected shall select the third. If such selection 
is not agreed upon within ten days the third person shall be 
selectetd by the chairman of the United States Board of Me- 
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diation. The board made several other findings as to incident 
matters in dispute. 


RAIL PERFORMANCE PRAISED 


The transportation of freight on American railways has 
never before been done with so high a degree of speed and 
efficiency as at present, according to a survey of the Na 
Bureau of Economic Research, made public as part of the repoy 
of the committee on recent economic changes of the 
dent’s Unemployment Conference. The improvement in railway 
freight transportation service is described in the survey as the 
most notable achievement in railroad administration since the 
war. 

The committee on recent economic changes is made u 
of business and labor leaders and economists, with Presiden 
Hoover as chairman. The data obtained for the committee ap 
the result of a nation-wide inquiry by the National Bureay o 
Economic Research, lasting more than a year, into Changes 
that have taken place in various phases of industry and eop. 
merce since the close of the war. These data were used by 
the committee in formulating its report, which is a critic) 
——— of factors of stability and instability in our economi 
ife. 

The material dealing with railroad transportation wa 
gathered under the supervision of William J. Cunningham, J, } 
Hill professor of transportation at Harvard University, who 
says in the survey: 


From the public point of view the outstanding railway develop- 
ment since the war has been the marked improvement in transporta- 
tion service. The adequacy, speed and dependability in freight moye- 
ment have never been better. 

The improvement is seen in freedom from car shortages, em- 
bargoes and other restrictions, and in close adherence to scheduled 
transit times. 

The number of scheduled fast freight trains has been increased 
and the speed bettered so as to give earlier deliveries at destination 

incidental services have been extended and throughout the whole 
service there is greater effort to apply modern merchandising prin- 
ciples in the development and sale transportation. 

The regularity of movement and dependability of rail service 
have given impetus to the general practice among manufacturers ani 
merchants of carrying smaller inventories of raw materials and mer- 
chandise. Better rail service cannot be credited wholly with this 
economic development but it called attention to the possibilities and 
led to the general movement. Certain it is that the smaller stocks 
would not afford adequate protection were rail service less prompt 
and reliable. 

‘The general reductions in inventories have released sums of 
capital which in the aggregate are enormous, and in buying habits 
have brought about profound changes which are far-reaching in their 
economic efforts. 


Prof. Cunningham attributes the improvements in trans 
portation service in the last few years to the large expenditures 
for additions and betterments of facilities and equipment, to 
changes in operating methods and better managerial control, 
to higher employe morale, and to a better understanding and 
more cordial cooperation on the part of the shipping public 

In the matter of speed, Prof. Cunningham explains that 
the gain has not been so much in actual speed while in motion 
as in the reduction of road delays. The running speed is 
probably little, if any, faster than in previous years, but the 
increase in multiple running tracks, design of better locome 
tives, installation of additional automatic signals, and the 
enlargements of yards and terminals have materially cut dow 
stand-by losses on the roads and have favorably affected over 
all train speed between terminais. 

Other than President Hoover the members of the committee 
on recent economic changes are Walter F. Brown, Renick VW. 
Dunlap, William Green, Julius Klein, John Lawrence, Ma 
Mason, Adolph C. Miller, Lewis E. Pierson, John J. Raskob, 
A. W. Shaw, Louis J. Taber, Daniel Willard, George McFaddet, 
Clarence M. Woolley, Owen D. Young, and Edward Eyre Hut, 
secretary. 

The researches in behalf of the committee were made po 
sible through grants from the Carnegie Corporation of NeW 
York and the Laura Spelman Rockefeller Memorial. 


NEW PENNROAD CORPORATION 


“In view of the constant emergence of novel opportunities 
for investment in the field of transportation, and in enterprise 
closely related thereto, the directors of the Pennsylvania 
road Company have reached the conclusion that it would 
of material advantage to the company and its stockholers for 
its stockholders to unite in establishing a corporation 80 % 
ganized as to be able to make investments on a much br 
basis than is possible under the limited powers of a rai 
company. The directors are of the opinion that such an 
pendent instrumentality would effectively supplement the 
ities of the company itself and promote the interests of 
stockholders.” : 

Accordingly, there has been incorporated under the laws 
of Delaware, the Pennroad Corporation, an investment cot 
pany with broad powers—among others to invest its fun 
securities of any corporation or other agency, including tho® 
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engaged in transportation of any description on land, water, or 
by air, but without power to operate railroads. 

Announcement to this effect was made by T. B. Hamilton, 
vice-president of the Pennsylvania Railroad, in Chicago. 

It is not the present intention that the new corporation 
shall acquire existing investments of the Pennsylvania Com- 
pany, such as Lehigh Valley, Wabash and Norfolk and Western 
securities, but rather to have its resources available for new 
investments. 

The new company will have an authorized issue of 10,- 
000,000 shares of common stock without par value, of which 
5,800,000 shares will be offered first to stockholders of the 
Pennsylvania Railroad Company, each holder of two shares in 
the Pennsylvania Railroad Company being eligible to subscribe 
to one share in the new company at $15 per share. 

The capital stock of the Pennsylvania Railroad Company 
consists of approximately 11,600,000 shares, par value $50 each, 
or a total of $580,000,000 par value. There are over 157,000 
holders of stock of the Pennsylvania Railroad Company, the 
individual holdings of over 80 per cent of whom amount to 100 
shares or less. In addition, there are approximately 100,000 
employe stock subscribers. 

The wide diversification of the ownership of Pennsylvania 
Railroad Company stock, not only in this country but abroad, 
indicates that there will be a correspondingly wide distribution 
of the stock of the new corporation. In order, therefore, to 
insure continuity of management in harmony with the interest 
of the Pennsylvania Railroad, all the stock now being issued 
will be placed in a voting trust, under which W. W. Atterbury, 
Effingham B. Morris and Jay Cooke will act as voting trustees. 
The voting trust will be for a period of ten years and will vest 
in the voting trustees the entire voting power with respect to 
the stock deposited thereunder. Voting trust certificates are 
to be delivered in respect of all stock purchased pursuant to 
the proposed offering. 

Holders of common stock will have the right to subscribe 
pro rata to additional shares of common stock which may be 
later sold for cash, except stock exercised upon option or op- 
tion -warrants as defined in the certificate of incorporation. 
The common stock will have no other pre-emptive right except 
as may be voted by the board of directors in respect of any 
particular issue of stock or securities. Of the proceeds of the 
common stock to be issued, $10 a share is to be capital and 
the remainder paid-in surplus, not available for dividends on 
the common stock. The new company will thus start with 
$87,000,000 of cash in its treasury—if all the stock now offered 
is subscribed—which will be available for investment as oppor- 


tunities may develop. 


RAIL AND MOTOR TOURS 


Rail and motor vacation tours through the mountain sec- 
tions of Virginia, North Carolina, Georgia and Tennessee have 
been arranged by the Southern Railway System in co-operation 
with motor bus lines now in operation and will be offered 
throughout the 1929 summer season. Twenty-five different com- 
binations of rail and motor service have been arranged. 


I. C. USES MOTOR BUSSES 


The first operation of motor bus service by the Illinois 
Central System is announced by President L. A. Downs. Be- 
ginning Saturday, April 27, the Illinois Central will operate a 
motor bus between Dubuque and Waterloo, Iowa, making one 
trip each way daily. The bus will replace two passenger trains 
—one in each direction. The service will be conducted by the 
Central Transportation Company, a subsidiary organized and 
owned by the railroad. Its operation will be under the direction 
of L. E. McCabe, superintendent of the Illinois Central System 
at Dubuque. Illinois Central passenger stations along the route 
will be used. Leaving the Illinois Central station at Dubuque 
at 7:45 a. m., the bus will arrive at the Waterloo station at 
11:55 a.m. Returning, it will depart from the Waterloo station 
at 4 p. m. and reach the Dubuque station at 8:15 p. m. The 
distance between these stations is about 100 miles. 

Regular stops will be made on both westbound and east- 
bound trips at the Julien, Merchants and Canfield hotels in 
Dubuque and the Ellis, President and Russell Lamson hotels in 
Waterloo. Calls will also be made at hotels in cities en route. 
In addition, stops will be made on signal to allow passengers 
to board or leave the bus at points other than scheduled stopping 
places. However, the bus service is restricted from handling 
passengers locally between Waterloo and Independence or in- 
termediate points, although it can handle them between points 
within this zone and points outside it. 

Bus fares will be the same as standard railway fares, with a 
minimum fare of 10 cents. They will be computed from station 
to station, points along the route at short intervals—none as 
great as five miles—having been designated as stations for 
ratemaking purposes. Fifty pounds of hand baggage will be 
transported free on bus tickets. However, bus and railway 
tickets will be honored interchangeably to and from sta- 
tions situated on both the bus line and the railroad, so that 
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passengers with heavy baggage may purchase railway tic 
check their baggage by rail and then ride either the train or the 
bus. 

Commenting upon the entrance of his railroad into this 
new field of activity, President Downs said: 


_._The question of operating motor busses either in conjunction 
with train service or to replace it involves the consideration of say. 
eral factors. Among them are, in the case of additional seryj 
needs or convenience of the public and the amount of new traffic 
to be gained, and, in the case of substitutions, whether the ay, 
traffic can be satisfactorily handled by motor bus and what econo 
can be effected by so doing. Since conditions are the same j{ 
two localities, each case must be decided upon its individual m 

We are closely watching the situation in our territory, and 
stand ready to undertake such operation whenever and ‘wheres 
the indications are favorable. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended April 13 totaled 
971,730 cars, according to the car service division of the Ameri. 
can Railway Association. This was an increase of 15,366 Cars 
over the preceding week this year, with increases being re. 
ported in the loading of all commodities except grain and grain 
products, coke and merchandise less-than-carload-lot freight, 
Compared with the corresponding week last year, loading of 
revenue freight for the week was an increase of 59,071 Cars, 
— = increase of 22,169 cars above the corresponding week 
in : 

Revenue freight loading by districts the week ended April 
pe for the corresponding period of 1928 was reported a 
ollows: 


Eastern district: Grain and grain products, 5,009 and 5,598: 
stock, 2,180 and 2,261; coal, 33,644 and 37,109; coke, 2,764 ae 
as oe ides ote teases — ore, 1,802 and 797; merchants 
5 ails 234 an A ; miscellaneous, 104,997 and 94,936; 
228,178; 1928, 217,303; 1927, 226,011. +; Om 
_ Allegheny district: Grain and grain products, 2,479 and 2,567; 
live stock, 1,625 and 1,739; coal, 37,645 and 36,917; coke, 5,860 and 
9,190; forest products, 2,909 and 2,807; ore, 3,248 and 2,213; merchan 
dise, L. C. L., 56,865 and 54,516; miscellaneous, 94,381 and 86,464; total, 
1929, 205,012; 1928, 192,413; 1927, 199,147. 

Pocahontas district: Grain and grain products, 205 and 168; liye 
stock, 74 and 52; coal, 34,042 and 30,105; coke, 360 and 331: forest 
products, 1,910 and 1,458; ore, 200 and 96; merchandise, L. C. L., 7,697 
and 7,636; miscellaneous, 9,208 and 7,765; total, 1929, 53,696; 19% 
47,611; 1927, 59,120. : 

Southern district: Grain and grain products, 3,800 and 3,572; live 
stock, 1,638 and 1,666; coal, 17,176 and 21,192; coke, 554 and 622; forest 
products, 22,402 and 18,401; ore, 1,429 and 991; merchandise, L. C. L, 
41,653 and 41,353; miscellaneous, 68,337 and 60,043; total, 1929, 156,989; 
1928, 147,840; 1927, 158,750. 

Northwestern district: Grain and grain products, 8,368 and 9,95; 
live stock, 6,304 and 6,263; coal, 4,183 and 4,207; coke, 1,628 and 1,281; 
forest products, 18,467 and 17,300; ore, 3,500 and 902; merchandise, 
L. C. L., 33,697 and 33,871; miscellaneous, 39,940 and 35,527; total, 1929, 
116,087; 1928, 109,306; 1927, 115,317. 

Central Western district: Grain and grain products, 9,940 and 

10,026; live stock, 9,749 and 9,919; coal, 9,400 and 8,378; coke, 296 and 
337; forest products, 11,255 and 10,914; ore, 4,479 and 3,204; merchan- 
dise, L. C. L., 35,630 and 34,504; miscellaneous, 53,373 and 49,39; 
total, 1929, 134,122; 1928, 126,677; 1927, 125,077. 
; Southwestern district: Grain and grain products, 4,697 and 5,028; 
live stock, 2,640 and 2,667; coal, 3,386 and 2,773; coke, 102 and 143; 
forest products, 8,746 and 7,721; ore, 463 and 462; merchandise, L. 
C. L., 16,979 and 16,723; miscellaneous, 40,633 and 35,992; total, 1928, 
77,646; 1928, 71,509; 1927, 66,139. 

Total, all roads: Grain and grain products, 34,498 and 36,914; live 
stock, 24,210 and 24,567; coal, 139,476 and 140,681; coke, 11,564 and 
9,908; forest products, 69,237 and 62,425; ore, 15,121 and 8,665; mer- 
chandise, L. C. L., 266,755 and 259,377; miscellaneous, 410,869 and 
370,122; total, 1929, 971,730; 1928, 912,659; 1927, 949,561. 


Loading of revenue freight in 1929 compared with the two 
previous years follows: 


: 192 1928 1927 
Four weeks in January........... 3,570,978 3,448,895 3,756,660 
Four weeks in February.......... 3,767,758 3,590,742 3,801,918 
Five weeks in March.............- 4,807,944 4,752,559 4,982,541 
Week ended April 6.............. 956,364 919,352 953,907 
Week ended April 13.............. 971,730 912,659 949,561 
—— —— — 

WR occ adenine out i oleae 14,074,774 13,624,207 14,444,598 


CONDITION OF EQUIPMENT 

Class I railroads on April 1 had 139,538 freight cars it 
need of repair, or 6.3 per cent of the number on line, accordilé 
to the car service division of the American Railway Associatio. 
This was a decrease of 1,033 cars under the number repo 
on March 15, at which time there were 140,571, or 6.4 per cell. 

Locomotives in need of repair on Class I railroads on April 
1 totaled 8,042, or 13.9 per cent of the number on line, accordilé 
to the car service division of the American Railway Associatio 
This was a decrease of 739 compared with the number in 2 
of repair on March 15, at which time there were 8,781, oF 
per cent. 

Class I railroads on April 1 had 5,866 serviceable locom 
tives in storage, compared with 5,265 on March 15. 


The abstracts of tariff filings, rejections, susp™ 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to 
sure their traffic files are up-to-date. 























ae oF 


Serseoeas ts 


ed 

re Fastest Service by Sea 

rm] prays aye and Freight 

re Itinerary: ew York—Havana—Panama Canal—Balboa 

in —San Sen Dies 9 (Westbound) —Loe Angeles—San Francisco. 

it. Ties 5 of Lading to or from other Pacific Coast 

f so European, West Indian, Canadian, Hawaiian, 

2 ar Eastern and Australian ports. 

8, Passengers’ automobiles accepted uncrated as baggage at 

ek moderate charge. All steamers equipped for refrigerator 
cargo. 

il Proposed Sailing Dates 

as Eastbound frem 


—— from New York San Francisco—Les Angeles 
Mongolia... .. Apr 27 June15 Virginia (new) May 4 June 22 
California (new) May 11 June29_ Mongolia..... May 18 July 6 
Virginia (new) . June 1 July 13 California (new) Jane! uly 20 
From Los Angeles 2nd day following 
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DIRECT TO 
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MUNSON STEAMSHIP LINE 
Munson oe 67 Wall St., New York 
Chi: St. 5 ay Baltimore, 
Philadei Iphia, —_— New Orleans 


McCORMICK STEAMSHIP Co. 


GENERAL PACIFIC COAST AGENTS 








apr 27,1929 THE TRAFFIC WORLD ~ 1047 
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Havana and Santiago, Cuba; Jamaica, Panama, 
Colombia, Costa Rica, Guatemala, Honduras, Brit- 
ish Honduras, and via transshipment at Cristobal 
to West Coast Ports of Mexico, Central and South 
America. 





433 California St., 
San Francisco, Cal. New York, N. Y. 















102 SHIPS. Frequent sail- 
ings. Many special- 
ized types of carriers. Low 
insurance rates. Fast Mail 
liners. Care and skill in han- 
dling. Prompt forwarding. 












These are some of the factors 
which enable us to render the 
shipper a service of unusual merit. 
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A. C. FETTEROLF, Vice-President, Freight Traffic 
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J. D. ROTH, W. T. M., 180 No. Michigan Avenue, Chicago 
















UNITED FRUIT arent 


patty, 


<e en a> Steamship Service 
















4 pee We I 
elle Fi EET > 





General Offices, One Federal St., Boston, Mass. 
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For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


321 St. Charles St., 
New Orleans, La. 
Long Wharf, 140 S. Dearborn St, 

Boston, Mass. Chicago, Il. 
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Questions and Answers 


In this column will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. traffic man of long experience 
and wde knowledge will answer questions relating to practical traffic 

roblems. We do not desire to take the place of the traffic man but to 

Ip him in his work. ¥ 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may a to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. If a more comprehensive answer to a question is 
desired than is thought proper for this column, the department will 
answer it by letter for a reasonable charge. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Tariff Interpretation—Application of Class Rate Under Inter- 
mediate Rule via Route Other than One Over Which Spe- 
cific Commodity Rate Applies 
Pennsylvania.—Question: A class rate of 19c is applicable 

from station A to station F via route 1, composed of carriers 

X and Y, through junction B. The same rate is applicable 

via route 2, composed of carriers X and Y, through junction C. 
Stations D and E are intermediate to station F via route 2 

through junction C. 

A specific commodity rate of 23%4c is published from station 
A to stations D and E. The commodity rate is applicable only 
via route 1 through junction B. 

Both the class rate to station F and the commodity rates 
to stations D and E, together with an intermediate rule, is 
published in the same section of the same tariff. 

The item carrying the commodity rate to stations D and E 
is subject to the following clause: 

“Miscellaneous Commodity Rates. 
apply to stations named, unless otherwise specified.” 
page 66.) 

Page 66 carries the intermediate clause only. 

The question is whether the class rate to D is applicable, 
under the intermediate rule, to stations D and BE, via route 2, 
through junction C. This question appears somewhat similar 
to that involved in Standard Oil Co. vs. A. T. & S. F. Ry. Co., 
139 I. C. C. 297, 300. Please let us have your views. 

Answer: The real question involved is whether the fact 
that a commodity rate of 2314c is applicable via route 1 from 
station A to stations D and E, precludes the application of the 
class rate to station F at stations D and E, via route 2. 

In our opinion, the wording of the intermediate rule, which 
is not set forth in your letter, will determine the question. If 
it contains provisions similar to that which was the subject 
of the Commission’s decision in Rawson vs. C. C. C. & St. L. 
Ry. Co., 45 I. C. C. 183, the class rate cannot be applied, inas- 
much as stations D and E are indexed in the tariff. 

If, however, the intermediate rule contains qualifying pro- 
visions such as are often inserted therein (as, for instance, 
that construed in Prentiss vs. S. P. Co., 132 I. C. C. 409), the 
class rate may be applied via route 2, depending upon the 
nature of the qualifications in the intermediate rule. The mere 
fact that a commodity rate is applicable to stations D and E 
via route 1, does not preclude the application of the class rate 
to those points via route 2, under the intermediate clause. 

The Commission’s findings in 139 I. C. C. 297, 300, are not 
applicable to the present instance, in our opinion. That case 
involves the use of a rate made by the use of an intermediate 
rule to the exclusion of a specific rate, which point is not in- 
volved in the instant case, in that the specific rate is not ap- 
plicable via the route over which the intermediate rule is sought 
to be applied. 


These rates will only 
(See 


Sales—Cash Discount 


Michigan.—Question: Will you please advise if there is 
any ruling on the following case: 

We buy considerable lumber from various mills in the south, 
which is invoiced to us at a certain price f. o. b. our mill, or 
destination. The freight charges are on a collect basis—that is, 
we pay the freight at this end, and then deduct this amount 
of freight from the amount of the invoice. 

As we discount all our bills, are we entitled to 2 per cent 
discount on the original amount of the invoice—that is, before 
deducting the freight, or should the 2 per cent discount apply 
after freight charges have been deducted? 

This question has come up just recently, and we would 
appreciate your advice. 

Answer: The cardinal principle in the construction of all 
contracts, including contracts of sale, is to ascertain the inten- 
tion of the parties and give effect thereto, if it can be collected 
from the instrument and the circumstances without the viola- 
tion of some settled legal principle. So the courts in the con- 
struction of contracts of sale for the purpose of arriving at the 
intention of the parties may look to the language employed, 
the subject matter and the surrounding circumstances. 
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Apparently, it is customary to stipulate in the con 
freight charges are to be deducted before the amount of 
discount is deducted. See Taussig vs. Southern Mill ang Lani 
Co., 101 S. W. 602. 

However, where there is no such stipulation the 
of the trade or the intention of the parties as determineg 
the contract of sale would govern. If the rights of the 
cannot be determined in this manner, other considerations 
govern. It seems to us that the amount of the freight ¢ 
paid by the consignee, presumably within 10 days from the de. 
livery of the shipment, from which time the 10-day Period fo, 
discount runs, being an advancement of the portion of 
purchase price before the same becomes due, should be in 
in the amount to which the discount is to be applied. In othe 
words, where a shipment is sold f. o. b. destination subject tp 
a discount if paid within 10 days, and payment is made 
that time, the shipment being billed with charges Collect, the 
seller has in effect received the benefit, namely, the 
payment of the entire amount of his invoice, which is the COn- 
sideration for the discount allowed the buyer. 

We can locate no decisions of the courts relating SDecitic. 
ally to this question. See, however, Chandler Lumber Co. 1s, 
Radke (Wis.), 118 N. W. 185, in which it is held that the tem 
free on board destination means that the plaintiff in oroder 
perform its contract must deliver goods on board car at dy 
tination free to be taken by the purchaser without any obstry. 
tion, burden or impediment; that goods are not so delivered, 
when, in order to take them into his possession, he must dis 
charge a lien thereon for freight. 


Tariff Interpretation—Application of Rule 5 (b), Tariff Circulg 
18-A and Rule 55 (c) of Tariff Circular 20 


New York.—Question: A shipment from Seneca Falk 
N. Y., to Texarkana, Tex., is routed by New York Centnl 
Cleveland, Big Four, E. St. Louis Cotton Belt. The combinatin 
over East St.. Louis exceeds the combination over Louisvik, 
Ky. Kindly advise whether the Interstate Commerce Commi 
mission has ruled that the lower combination can be applied 
under the provisions of rule 5 (b), Tariff Circular 18-A. 

Answer: With respect to this question, see the Commis 
sion’s opinion in Loose-Wiles Biscuit Co. vs. Reading Co, 1 
I. C. C. 195, and Swift & Co. vs. A. T. & S. F. Ry. Co, 
I. C. C. 731. In our opinion, under the Commission’s finding 
in the above referred to cases, the Louisville combination wm 
be applied on the shipment in question. Under the routix § 
specified by the shipper, the shipment could have moved through 
Louisville, Ky. 

Reparation 

Tennessee.—Question: If you can consistently do so, pleas 
cite us to orders or opinions of the Interstate Commerce Com 
mission that we may use in connection with an informal com 
plaint attacking rates in violation of sections 1 and 3 of tk 
interstate commerce act, particularly cases where rates charge 
on shipments we have received were practically double the rate 
charged to intermediate nearby points—say, within 25 or 50 mila 
of our city, on like traffic originating at the same points of origi, 
and involving hauls of from 300 to 1,000 miles. 

In other words, during a certain period, we were charge 
on certain commodities rates considerably in excess of male 
applicable on the same commodities to nearby points locale 
directly intermediate to our city, and would like to have opinion 
or reports of the Commission covering such cases in inform 
proceedings. 

We understand it is not necessary to file formal complaisi 
with the Commission for recovery of excessive charges in cast 
of this nature. 

Answer: There are four ways in which a claim for 
aration may be filed with the Commission. An informal ct 
plaint may be filed by the shipper; the claim may be plat 
upon the Commission’s special docket by the carrier; a 
plaint may be filed with the Commission on its formal doci# 
and handled, either under the shortened procedure, that is, 
memorandum of the facts, or by formal complaint with hearié 

Where a claim is filed by a shipper on the Commissiots 
informal docket the Commission can issue no order directilt 
the payment of reparation, it being necessary for the carrie 
to agree to pay the amount which the Commission finds 
be due the complainant. There must, of course, be an agit 
ment on the part of the carrier to make reparation where tlt 
claim is filed on the Commission’s special docket. An att 
ment on the part of the carrier is also a condition pre 
to the handling of a claim under the shortened procedure. 
other words, unless the carriers are agreeable to filing @¢ 
on the Commission’s special docket, or to paying the 
of reparation found to be due where a claim is filed 
informal docket, or to handling a claim under the short 
procedure, you must file a formal complaint which may 
set down for hearing and oral argument, if requested. 


Reparation—Prairie Pipe Line Case 


Tennessee.—Question: We will appreciate your a 
ing us with the principle or ruling for awarding reparatial 
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o Calmar Steamship Co ti 
c ar Steamship Corporation 
real ALMAR LINE—Coast-to-Coast—Via Panama Canal 
fron SUBJECT TO CHANGE WITHOUT NOTICE 
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every alternate Monday. 
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ih To add to this schedule, weiner 10,000-ton 7 PENNMAR | July 28 July 31| Aug. 3 Aug. 4| Aug. 6 Aug. 8 
express ‘‘cargo liners’’ maintain fre- rr 
i quent, dependable service to and from LOADING AND DISCHARGING PIERS CONVENIENTLY SITUATED 

i Shanghai, Amoy, HongKong and Philip- BALTIMORE—Pier 3, Canton Co. LOS ANGELES—230 B Terminal 

2 pine Island Ports, PHILADELPHIA—Pier 27 Nerth Island ; 

Falls, = Wharves, Reading Co. SAN FRANCISCO—Pier No. 5@ 
ntral, ee T. J. KEHOB, Gen. Eastern Agt.,32 Broadway, New York OAKLAND—Howard Terminal _ 
atin E=mm W.G.ROCHE, Inc.,Gen. Agt. R. W. Bruce, Gen. Agt. = me me ORE.—Ne. 1 Oceanic 
vi, ———— ll (itl il SEATTLE—Atlantic Dock Terminal 
mmis. Sea L. L. BATES, General Freight Agent For information regarding rates, etc., apply te: 

plied = 1519 Railroad Avenue South, Seattle, CALMAR, STEAMSHIP Corr. CALMAR STEAMSHIP corr. 

ET] 76 offices in 22 countries at your service 5 Broadway, New York — 240 Front St. ,% Francisco, Calif. 
i . M ail Li ist Nat. Bk. Bidg. Baltimore, Md. 911 Bd. of Ta, Ble. Portland, Ore 
) yf American Ine} Ene ee 
dings J Union Trust Bldg., Cleveland, O. 
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«| What Some of Our Clients Have to Say NEWAR K, N. J. 
‘te About Our Servi 
Lc ut Our vervice STORAGE 
rates 
miles 
ri JUST A STEP IN THE FORE 
vel Other sources from which traffic advice emanates 
rate may falter at times—our “Watching” Service seldom 
cated does. Expedition is an important factor in correct 
“ business management. 
~ CHEVROLET MOTOR COMPANY 
— General Motors Bldg. 

- DETROIT, MICH. . NEWARK WAREHOUSE ©. 
Te ile 50-S, April 22, 1926. SES auiiaudiewijii 
col Steel Commodity Rates. “ REO ee ge sas a 
lace Traffic Service Corporation, ot es tr eer 
- a 7 Mills 4" 
" ashington, D. C. Located three blocks trom the busiest 4 corners in the U. S. A. 


Gentlemen: I appreciate receiving from you, 
copy of the Commission’s mimeographed decision in 
Docket No. 15110, Jones-Laughlin Steel Corporation 
v. Baltimore & Ohio Railroad Company et al. 

e were greatly interested in the outcome of this 
=~ and as yet decision has not been furnished us 
y the Commission so that your action in mailing a 
Copy to me is very pleasing and appreciated 


Yours very truly, 
(Signed) C. R. SCHARFF, 













STORAGE IN TRANSIT 


Pool Car Distribution 


All Freight Unloaded Under Cover 
Grinnell Dry System Sprinkler Throughout 





























_ EFS:DS Traffic Director. Private Siding Connection with 
, the a The Central Railroad Co. of New Jersey 
= Write us for further information For rates and arrangements, apply or write to 


F. W. STOKES, Manager 
NEWARK WAREHOUSE CO., Newark, N. J. 


The Traffic Service Corporation 
MILLS BUILDING WASHINGTON, D. C. 
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laid down by the Interstate Commerce Commission in the Prairie 
Pipe Line Case, 132 I. C. C. 56 and 146 I. C. C. 149. 

Answer: In its opinion in the Prairie Pipe Line Case, the 
Commission laid down the following basis for the computation 
of distances: 


In the case of unrouted shipments, and of shipments routed by 
the shipper over routes less than 15 per cent longer than the shortest 
existing route over which carload traffic could be moved without trans- 
fer of lading, use the shortest existing route (of which the originating 
carrier was the initial line) over which carload traffic could be moved 
without transfer of lading; and in the case of shipments routed by 
the shipper over routes which exceeded by 15 per cent or more the 
shortest existing routes over which carload traffic could be moved 
without transfer of lading, use the distance over the route designated 
by the shipper unless the distance over the route of movement is 
less, in which case use the latter. 


RESIGNS FROM REGIONAL BOARD 


Expressing himself as not in accord with action taken at 
the last meeting of the Trans-Missouri-Kansas Shippers’ Ad- 
visory Board, “which has reference to making this board a 
political body,’ C. R. Morrow, traffic manager, D. M. Oberman 
Manufacturing Company, Jefferson City, Mo., has directed the 
secretary of that organization to take his name from the roster. 
The action referred to was the adoption of a resolution introduced 
by Governor Clyde M. Reed, of Kansas, chairman of the board, 
calling for an investigation on the part of the borad of certain 
alleged unfair tactics practiced by the railroads in connection 
‘.with legislation that had been before the legislature of Kansas. 
(See Traffic World, April 20, page 945.) 





ROLLING STOCK ADDITIONS 


Freight cars on order on April 1, 1929, by the railroads of 
this country totaled 42,561 compared with 25,248 on the same 
date last year, according to reports received from the carriers 
by the car service division of the American Railway Associa- 
tion. On March 1, this year, 37,820 freight cars were on order. 

Of the freight cars on order on April 1, reports showed 
18,108 were box cars, an increase of 9,569 compared with the 
same date last year. Coal cars for which orders have been 
placed number 18,997, an increase of 9,912 compared with the 
number of such cars on order on April 1, last year. Reduc- 
tions, for the most part small, were reported in the number of 
refrigerator, stock and flat cars on order this year compared 
with one year ago. 

Locomotives on order on April 1, this year, numbered 372 
compared -with 137 on the same day in 1928. 

New or rebuilt freight cars placed in service in the first 
three months of 1929 totaled 8,544, of which box cars totaled 
3,992; coal cars, 2,232; flat cars, 762; refrigerator cars, 1,343, 


os ranma « <0 


NOTE—iItems in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere, | : 


April 29—Detroit, Mich.—Examineér Prout: 
21851—McCord Radiator & Mfg. Co. vs. A. & R. R. R. et al. 
April 29—Chicago, Ill—Examiner Fuller: 
21939—-Sand, gravel and crushed stone from Indiana and Illinois 
points to destinations in Illinois. 

1. & S. 3093—Sand, gravel and crushed stone from Indiana points 
to destinations in Illinois. 

21372—Ohio & Indiana Stone Co. et al. vs. C. C. Cc. & St. L. Ry. 
et al. (further hearing). 

April 29—Hastings, Neb.—Examiner Williams: 
21702—Chamber of Commerce, Hastings, Neb., 

W. Ry. et al. 

April 29—Cincinnati, O.—Examiner Clifford: 
21757—O. A. Smith Agency, Inc., vs. A. C. L. R. R. et al. 
21779—O. A. Smith Agency, Inc., vs. A. C. L. R. R. et al. 
21804—O. A. Smith Agency, Inc., vs. A. C. L. R. R. et al. 
21954—The O. A. Smith Agency, Inc., vs. B. & O. R. R. et al. 

April 29—Memphis, Tenn.—Examiner Mackey: 
21778—National Cottonseed Products Corp. vs. Sou. Ry. et al. 
Portions Fourth Section Appl. 1548 and 3965. 


April 29—Dallas, Tex.—Examiner Taylor: 
17309—Texas Pacific Coal & Oil Co. vs. A. T. & S. F. Ry. et al. 


April 29—Washington, D. C.—Assistant Director Burnside: 
21032—Interstate Commerce Commission vs. B. & O. R. R. 
21678—Business Protective Association vs. B. & O. R. R. 

April 29—Ft. Wayne, Ind.—Examiner Main: 

21819—A. Moyer & Co. vs. I. C. R. R. et al. 

April 20—Argument at Washington, D. C.: 
20540—Manistee & N. E. Ry. vs. A. A. R. R. et al. 
20720—-Michigan Fruit House vs. Mich. Cent. R. R. et al. 
20882—McDowell County Wholesale Co. vs. N. Y. C. R. R. et al. 

April 29—Boston, Mass.—Examiner Fiedler: 

21806 (and Sub. 1)—Metropolitan Coal Co. vs. B. & A. R. R. 

April 29—Galesburg, Ill.—Examiner Mattson: 

21975—A bingdon Sanitary Mfg. Co., Inc., vs. Erie R. R. et al. 

April 29—New York, N. Y.—Examiner Peterson: 
16531—Hammersley Mfg. Co. vs. Erie R. R. et al. 
17326—Clifton Paper Mills vs. N. Y. S. & W. R. 


et al. vs. C. & N. 


R. et al. (further 
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and stock cars, 155. 
stalled in service. 
New or rebuilt locomotives placed in service in the tiny 
three months of 1929 totaled 118. 
Freight cars or locomotives leased or otherwise Acquiry 
are not included in the above figures. 


Sixty cars of other classes werg also jy 


SAND AND GRAVEL RATES 


The committee of carrier and shipper representatives 
pointed to work out a compromise adjustment of southery 
nois sand and gravel rates in connection with docket 2194 
sand, gravel and crushed stone to points in southern linois 
convened at Chicago, with Examiner Fuller, April 22, and Wy 
in session all this week. It is expected the work will not} 
completed until the latter part of next week. i 
the final conference and hearing, previously set for April 
has been set for May 16, at the Bismarck Hotel, 
Examiner Fuller expressed confidence that substantially all the 
differences between the parties would be ironed ‘out prior , 
the final hearing. 


Digest of New Complaints 


. 19942. Sub. No. 1. Rickert’s Rice Mills, Inc., New Orleans, Ig, 
vs. Arkansas & Louisiana Missouri et al. 

Rates in violation sections 1, 3 and 4 of act, on rough rice, } 
tween producing points in Arkansas, Louisiana, Missouri gy 
Texas, and New Orleans, La. Asks rates for future and repay. 
tion 
. 21390. Sub. No. 1. 
& Santa Fe et al. 

Rates and charges in violation of section 1 of the act on ran 
or stocker cattle, Separ, N. M., to Bledsoe, Tex. Asks rates fg 
the future and reparation. 

. 21962. Sub. No. 2. Walsenburg Mercantile Co. et al., Walsenbu, 
Colo., vs. Santa Fe et al. 

Unreasonable rates on salt, Hutchinson, Kan., to Pueblo, Wy 
senburg, Trinidad, Durango and Alamosa, Colo. Ask rates fy 
future and reparation. 

—— — Fireproofing Co., Waynesburg, 0., vs. 4 

7 Ls Ot al. 

Rates in violation sections 1 and 3 of act, on hollow buildin 
tile, Waynesburg, O., to points in New York, Massachusetts 
Maine, Maryland, Virginia and Pennsylvania as compared wit 
rates from Pittsburgh. Pa. Asks rates for future and reparatin 
. 22115. Long-Bell Lumber Co., Kansas City, Mo., vs. Mobile 
Ohio et al. 

Rates in violation sections 1 and 6 of act, on yellow pine a 
hardwood lumber, Quitman and Crandall, Miss., to various poitt 
north of Ohio River and east of Mississippi River, routed via Ii 
nois Central into Louisville, Ky. Asks cease and desist ore 
and reparation. 


Lane & Fort, Roswell, N. M., vs. Panhani& 


Docket of the Commission 


hearing, solely for purpose of determining amount of reparalil 
due complainants on shipments originating at New York). 


April 29—Los Angeles, Calif.—Examiner Archer: 
20593—-Los Angeles Soap Co. vs. A. T. & S. F. Ry. et al. 


April 30—Buffalo, N. Y.—Examiner Prout: 
21283—Corn Exchange of Buffalo, Inc., et al. vs. B. & O. R. Red 
April 30—Chicago, Ill.—Examiner Harris: 
1. & S. 3277—Fresh meats, packing house products, and other arte 
loaded in peddler cars, from Illinois and Indiana points to Ky.@ 
W. Va. destinations. 


April 30—Ft. Wayne, Ind.—Examiner Main: 
21637—-Perrine-Armstrong Co. vs. Penna. R. R. et al. 
S166 (and Sub. Nos. 1 to 6, incl.) —Perrine-Armstrong Co. vs. Bt 
. & 4a 


April 30—New York, N. Y.—Examiner Peterson: 
20673—Maritime Contracting Corp. vs. B. & O. R. R. et al. 


April 30—Boston, Mass.—Examiner Fiedler: 
21693—Edward Rose Co. vs. B. & M. R. R. et al. 


April 30—Memphis, Tenn.—Examiner Mackey: 
21981—Webb Press Co., Inc., vs. A. G. S. R. R. et al. 


April 30—Los Angeles, Calif.—Examiner Archer: 
21927—Boyle Mfg. Co. vs. S. P. Co. et al. 


May 1—Ft. Wayne, Ind.—Examiner Main: 
20700—United States Graphite Co. vs. B. & O. R. 
21572—United States Graphite Co. vs. B. & O. R. R. 


May 1—Boston, Mass.—Examiner Fiedler: F 
21768 (and Sub. 1)—Heywood-Wakefield Co. vs. B. & M. BR. B# 
May 1—Oklahoma City, Okla.—Examiner Brown: af 
eee 1)—Oklahoma Portland Cement Co. vs. A: T. 

. Ry. et al. 

May 1—Helena, Mont.—Examiners Worthington and Walsh: 
17000—Rate Structure Investigation, Part 10, hay. ce 
16502—Board of Railroad Commissioners of State of S. D. 8 

N. W. Ry. et al. 1 
19222—Wichita Chamber of Commerce et al. vs. A. & S. Ry. e# 
12244—-Corporation Commission of Okla. vs. A. & S. Ry. et al. 
Fourth Section Application No. 13040—Hay from S. D. 

May 1—Ashland, Ky.—Examiner Clifford: pt 
21979 (and Sub. i)—Ashland Refining Co., Inc., vs. A. G. & 

et al. 

May 1-2-3—Argument at Washington, D. C.: , 
at aha mg Structure Investigation. Part 4, petroleum and pé 

products. 


R. et al. 
et al. 
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In the Chicago Switching District 


General Merchandise, Furniture 
and Cold Storage 


Quick Service. Low Rates 





HAMMOND, INDIANA 





= LITLE ROCK, ARK: |, Modern Warehouse 

my WITH 

an Office, Display and Storage Space 
all the 





room for display of samples, advertisin 


enjoying switching privileges from any line entering the 







LITTLE ROCK, ARKANSAS 


Member American Warehousemen’s Association, 
American Chain of Warehouses 


Omaha’s Largest 


offers to the public the IDEAL warehouse and 
distributing service in the Middle West. 


Merchandise Distribution and Warehousing. Ideal 
offices for brokers and branch managers. Central 
location. Reinforced concrete construction. Private 
trackage, no switching charge. Prompt city de- 
livery service. Pool cars distributed promptly. 





Omaha, Nebr. MemberA.W.A. 11th and Jones St. 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 





Low Rates Quick Dispatch Thru Package Cars 





GENERAL OFFICES: . 
321 Commercial Trust Bidg., PHILADELPHIA, PA. 


af UNION CITYO;-0 WATERBURY 
: BEACON FALLSQVONAUGATUCK 
ANSONIA poses 
SHELTON ¢’o OERB 
DEVON 6 .-o MILFORD wew HAVEN 
“Ss 





BRIDGEPORT 


RE To au 
Pours west 


HAMMOND, IND. 


POOL CAR DISTRIBUTORS 
|THE GREAT LAKES WHSE. CORP. 


OCATED in the heart of Little Rock’s jobbing district, 
La a eer Sr eee ee Se 
: ic fee t ight airy o' wi e 
Me  daplag of samh a material and so on. 
Equipped with every modern loading unloading device = 


Pool Car Distribution. Household Storage 
#6, New Terminal Warehouse Company 


Absolutely Fireproof. Attractive, Low Insurance Rates 








Merchandise Warehouse 


The Terminal Warehouse Co. 





Southern Steamship Company 














Mu ratssom wet wou THAMES RIVER LINE, INC., Pier 32 E. R., New York City, "®N#ST =, Fucus. 
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MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 SOUTH FRONT STREET, MEMPHIS, TENN. 


$. N. LONG WAREHOUSE 


Storers, Distributors 
Forwarders 












General Merchendies 


Pool Car Distribution — Prompt and Intelligent Service 





















SAINT LOUIS, MISSOURI 


PANAMA MAILS. S. CO. 


Fast Freight and Passenger Service 
Regular Fortnightly Sailings Direct to 
PUERTO COLOMBIA, CARTAGENA, CRISTOBAL, COLON, 


BALBOA, PANAMA CITY, CORINTO, LA LIBERTAD, 
ACAJUTLA, CHAMPERICO and MAZATLAN 







With transshipment service via Cristobal to Punta Arenas, 
San Juan del Sur, Amapala, La Union, San Jose de Guate- 
mala, Acapulco and Manzanillo, Mexico. 

Next Sailing from New York 
Intercoastal freight accepted both } nn and Eastbound, from New York 


te Los Angeles Harbor and San ancisce and from California ports 
to New York. 


14@ S. Dearborn St., Chicago, Ill. 2 Pine Street, San Francisce, Cal. 
1@ Hanover Sq., New York, N. Y. 548 S. Spring St., Les Angeles, Cal. 
















your packing 

and shipping 
costs. Write for 
further infotmation. 





BEMIS BRO. BAG CO. 
ST.LOUIS, MO. 


Branches and Sales Offices in nearly all the 
larger cities. See your phone book. 


mummnes came THRU RATES AND 
comp DIRECT WATER ROUTES 


South Norwalk, 
WESTERLY from London and N Conn. . 
C.F.A., W. T. L., Inter-Mountain, 
South and Southwest 













Nemes STORE DOOR DELIVERY + CLYDE, OLD DOMINION, SAVANNAH, 
By OuR OWN MOTOR TRUCKS QT] MALLORY and MORGAN S. S. LINES 
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18456—Hates on petroleum and petroleum products within the ter- 
ritory on and east of Mississippi River and south of Ohio River 
and east of Indiana-lIllinois state line, and from points withuot to 
points within said territory. 

17461—Roxana Petroleum Corp. vs. C. C. C. & St. L. Ry. et al. 

17661—American Refining Co., Inc., et al. vs. A. & R. R. R. et al. 

17911—Arab Gasoline Co. vs. A. & R. R. R. et al. 

18006—Kansas City Refining Co. vs. A. & 8S. Ry. et al. 

18007—Mid-Continent Refiners Traffic Assn. vs. A. & 8S. Ry. et al. 

18061 (and Sub. 1)—Transcontinental Oil Co. vs. A. & V. Ry. et al 

18199—Standard Oil Co. of Ky. vs. A. & V. Ry. et al. 

18253 (and Sub. 1 and 2)—Texas Co. vs. A. & R. R. R. et al. 

* 18413—Indiana Oil & Refining Co. vs. A. & V. — et al. 
18451—Muscle Shoals Oil Co. et al. vs. A. & V. Ry. et al. 
18605—Caldwell & Taylor Co. et al. vs. A. T. & 8. F. Ry. et al. 
18653—Empire Refineries, Inc., vs. A. T. & S. F. Ry. et al. 
18689—Ohio Valley Refining Co. vs. B. & O. R. R. et al. 

1. & &. 2036—Petroleum from Chicago, Ill., and St. Louis, Mo., groups 
to Miss. Valley points. 

1. & &. 2012—Petroleum and petroleum products from southwest to 
southeast. 

15373—Piedmont Oil Co. vs. A. & V. Ry. et al. 

16684—-Florence Chamber of Commerce vs. A. & V. Ry. et al. 

May 2—Oklahoma et Okla.—Examiner Brown: 
14026—Oklahoma Millers’ League vs. A. & M. R. R. et al. (supple- 
mental complaint for reparation) (in so far as it concerns rates 
from points in Oklahoma to destinations in Louisiana west of Miss. 
River, including points on west bank thereof, and to Miss. River 
Crossings in Miss. and La. on west bank thereof). 


May 2—Kansas City, Mo.—Examiner Williams: 
21993—Midwest Coal Traffic Bureau vs. A. V. I. Ry. et al. 


Moy 2 Reston Mass.—Examiner Fiedler: 
19876—New England Milk Rate Committee et al. vs. B. & M. R. R. 
(N. Y. C. R. R., lessee), et al. 
May 3—Charleston, W. Va.—Examiner Clifford: 
21898—Logan Hardware & Supply Co. et al. vs. A. & R. R. R. et al. 
y 3—Bay City, Mich.—Examiner Smith: 
* Finance No, ~Application of Detroit & Mackinac Ry. for au- 
thority to abandon its Rose City Branch. 
May 3—Jacksonville, Fla.—Examiner Hansen: 
1. & S&S. 3253 (and ist supplemental order)—Naval stores from south- 
ern points to eastern destinations. 
ay” egueaeeatieaeataed Co, et al. vs. Apalachicola Northern R. R. 
eta 


19622— Western Paper Makers’ Chemical Co. vs. A. C. L. R. R. et al. 
19782—Empire Size & Chemical Corp. vs. A. B. & C. R. R. et al 


“— 3—Washington, D. C.—Examiner Sullivan: 
inance No. 7498—Application Panhandle & Santa Fe Ry. for au- 
thority to acquire control by lease of railroad and property of 
the Kansas City, Mexico & Orient Ry. of Tex. 
Finance No. 7499—Application A. T. & 8S. F. Ry. for anes to 
acquire control by lease of the railroad and property of the K. C 
M. & O. Ry. 
May 3—Chicago, Ill.—Examiner Fuller: 
om eA Sub. 1)—McGrath Sand & Gravel Co. vs. A. T. & 8. F. 
y. et al. 


May 3—Chicago, Ill.—Attorney-Examiner Disque: 

18234—In the Matter of Divisions of Freight Rates in Western and 
Mountain-Pacific territories. 

(Further hearing to extent that so-called trans-continental and 
Trans-Missouri divisions are concerned.) 


May 3—Spokane, Wash.—Examiner Pyle: 
21482—Inland Empire Manufacturers’ Assn. vs. A. & 8S. Ry. et al. 


May 3—Washington, D. C.—Examiner Curtis: 
21630—American Tar Products Co. vs. A. B. & C. R. R. et al. 


May 4—New York, N. Y.—Examiner Peterson: 
* 1. & S. 3281—Paper bags from points in New York to destinations 
in Maryland on W. Md. Ry. 


May 4—Harrisburg, Pa.—Examiner Prout: 
21839—Jersey Cereal Co. vs. A. A. R. R. 


May 4—Lima, O.—Examiner Main: 
21906 (and Sub. 1)—Crane & MacMahon, Inc., vs. L. & N. R. R. et al. 
Portions Fourth Section Appi. 1952. 


May 6—Washington, D. C.—Examiner Simons: 
18085—State orporation Commission of N. M. et al. vs. A. T. & 
8. F. Ry. et al. (further hearing, only for purpose of determining 
extent to which each of the factors was responsible for unrea- 
sonableness of the through rates). 

18221—Mineral Mining & Milling Corp. vs. A. T. & S. F. Ry. et al. 


a 6—Newton, N. J.—Examiner Peterson: 

18815—Ira Casterline, Inc., vs. Erie R. R. et al. (further hearing). 
21277—Ira Casterline, Inc., vs. Erie R. R. et al. 
22003—Sussex County Fuel Club vs. Erie R. R. et al. 


May 6—Atlanta, Ga.—Examiner Hoy: 

'—Rates on salt to and between ints in Southern territory. 
16133—Jackson Traffic Bureau vs. A. V. Ry. et al. 
17032—Florence Chamber of Commerce vs. A. & V. Ry. et al. 
17117—Hudson & Thompson et al. vs. N. I. & N. R. R. et al. 
20657—Jackson Traffic Bureau vs. A. & V. ‘Ry. et al. 

Fourth Section Appi. 2056, 2057, 2060, 601, 542, 1548, 3965, 2138, 2045, 

1563, 1787 and le * 

hattanooga Mfgrs. Assn. et al. vs. S. P. Co. et al. 

— Sub. 1)—Americus Grocery Co. et al. vs. A. G. 

et al. 

20809—Birmingham Traffic Assn. vs. I. C. R. R. et al. 

20926—Cherokee Mills et al, vs. L. & N. R. R. et al. 

21749—Ohio Salt Co. vs. C. & E. R. R. et al. 


May 6—Sherman, Tex.—Examiner Brown: 
(and Sub. 1)—Chapman Milling Co. vs. C. R. I. & G. Ry. et al. 


Ma peo es Ill.—Examiner Smith: 
T8589 —_, ub. 1)}—Tomahawk Pulp & Paper Co. vs. Can. Natl. 
s. et al. 


May 6—Washington, D. C.—Examiner Curtis: 
24082—-Manufacturers’ Ry. vs. A. & W. Ry. et al. 


May 6—Washington, D. C.—Assistant Director Burnside: 
pense ve 4107—Claim of Gideon & North Island R. R. 
ection 4 


May 7—Columbus, O.—Public Utilities Commission of Ohio: 
inance No. 7405—Application D. T. & I. R. R. for authority to 
abandon its Wellston Branch. 


Mey 7—San_ Francisco, Calif.—Examiner Archer: 


» & &S, 3251—Lumber from Pacific Coast points to destinati i 
Colo., N. M. and Tex. po estinations in 


et al. 


S. R. R. 


under 
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“— 7—Dallas, Tex.—Examiner Brown: 
18102—Boren-Stewart Co. et al. vs. A. T. & 8S. F. Ry. et al, 


Mey 7—Albany, N. Y.—Examiner Rogers: 

x Parte 38—In the matter of rules and instructions for Inspection 
and tenting of steam locomotives and tenders in accordance 
act of February 17, 1911, as amended (with respect to ton 
of N, Y. C. R. R. for exemption of its steam locomotives trom 
requirements of rule 116 (i) relating to cab storm windows), 

May 7—Chicago, Ill.—Examiner Smith: 

21294—-Thomas S. Smith & Co. et al. vs. C. & A. R. R. et al. 
Portions Fourth Section Appl. Nos. 2045, 1952, 2138 et al. 

May 3—New York, N. Y.—Examiner Paterson: 

« Pittsburg Paper Corp. vs. Can. Nat. Ry. et al. 

Oe Sn D. C.—Commissioner Eastman and Examiner 

osmer: 
15879—Eastern Class Rate Investigation (further hearing). 
= 8—Phoenix, Ariz.—Examiner Disque: 
ourth Section Application 13638, filed by Sou. Pac. Co. 
Fourth Section Application 13639, filed by Sou. Pac. Co. 


POSITIONS WANTED OR OPEN 


WANTED—Reference to lower combination of rates to South. 
western territory than present published through rates on any com. 
modity, carloads; liberal compensation. Address D. W. E. 210, care 
Traffic World, Chicago, Ill. x 


WANTED—By Chicago Traffic Bureau, thoroughly experienceg 
freight auditor; all territories and commodities; salary and commis. 
sion, Address E. I. G. 212, care Traffic World, Chicago, II. 


MALE HELP WANTED—Experienced assistant traffic manager 
for steel company in Wilmington, Delaware. Must be thorov ly 
familiar with Consolidated Southwestern cases. State experience 
and “7 desired. Address N. W. L. 208, care Traffic World, Chi. 
cago, 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 
Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 18 E. 26th St., New York 


MEMBERS A.W.A 


we ) 3 a — 


O.W.A 


ms 


LEV 
L LSEFV/CE. 
TERMINAL 


SBU/LOS BETTER BUSINE 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


BALTIMORE, MD. 


STORAGE WAREHOUSE 


Cold Storage General Storage 
Pool Car Distribution—Forwarding—Rigging 


BALTIMORE TRANSFER CO., yore er er 830 5, 


Chicago's and Kaneas City’s Most Modern Warehouses 


MERCHANDISE STORAGE and 


POOL CAR DISTRIBUTION 


2000 Carload 
Capacity 


Crooks TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


NEW ORLEANS 


In the heart of the Commercial District 


we have a distrib depot for package freight, op- 
for the service of the traffic manager 

i organization that will handle orders as 

and efficiently as your own shipping department. 


The most centrally located warehouse in the city 


COMMERCIAL WAREHOUSES  aa'berilte 





